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Jackson, Ohio, was the birthplace 
of H. L. McElhaney. In 1893 he 
moved to Chicago, where he spent 
twenty years in railroad service, 
sixteen with the New York Central. 
In 1922 he came West, and in 1924 
entered the steamship business, as 
solicitor for Nelson Steamship Com- 
pany. In 1929, he joined Williams 
Line as solicitor, later as Chief Clerk 
in Seattle. In August, 1930, he was 
made Tacoma District Manager for 
American-Hawaiian and its wholly- 
owned subsidiary, Williams Steam- 
ship Corporation. 


The Traffic World 


Located on Puget Sound, the largest salt water harbor in America, 
Tacoma is the geographical centre for population, markets, transporta- 
tion and raw materials of the Pacific Northwest, distributing to a terri- 
tory almost as large as that portion of the United States east of the Mis- 
sissippi. Sixty-eight steamship lines furnish intercoastal, coastal and 
foreign service to Tacoma’s industries; and its 416 factories supply more 
freight to steamships and railroads than does any other Northwest city. 
Nineteen furniture factories make Tacoma one of the important furniture- 
distributing cities of the Pacific Coast, and, as the Lumber Capital of 
America, it ships more lumber products than any other American port. 
Besides all this, Tacoma is the pioneer gateway to Rainier National Park, 
whose crowning glory is the towering, majestic mountain, “the Moun- 
tain that was God!” 


AMERICAN-HAWAIIAN 
STEAMSHIP COMPANY 


SUPERIOR COAST-TO-COAST SERVICE 
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FAST—TIME SAVING— DEPENDABLE 
FREIGHT SERVICE 


Will Expedite Your L.C.L. 
Shipments to 


JACKSON, MISS. LAUREL, MISS. 
NEW ORLEANS, LA. MOBILE, ALA. 
AND INTERMEDIATE POINTS 


When Routed Via 
Chicago-CB&Q-GM&N-Package Car 


Third morning deliveries in Mobile and New Orleans. 
99.1% On Time During 1934. 


GM&N 


THE ROAD OF 






For detailed information concerning LCL or Carload Service 
consult any Freight Traffic Department Representative. 


L. A. Tibor, G. F. A. 


71 Conti Street, Mobile, Ala. 





TRAFFIC AGENCIES 


BIRMINGHAM, ALA. MERIDIAN, MISS. 
C. H. Dege, D. F. A., J. Leslie Farrell, D. F. A., 
807-8 Empire Bidg. 1007-8 Threefoot Bidg. 
CHICAGO, ILL. MOBILE, ALA. 
. Groom, D. F. A., c. H. e, D. F. A., 
140 Ss. Dearborn St. 71 Conti 
DETROIT, MICH. NEW ORLEANS, LA. 
A. B. Sutton, D. F. A., W. O. Lewis, A. G. F. A., 
704 Transportation Bidg. 333 Balter Bidg. 
JACKSON, MISS. NEW YORK, N. Y. 
F. M. Sublette, D. F. A., L. L. Lapp, G. E. A., 
G. M. & N. Passenger Station. 500 Fin Ave. at 42d St. 
—— TENN. PITTSBURGH, PA. 
W. W. Swain, D. F. A., H. N. Crook, D. F. A., 
Market and Lafayette Sts. 1320 Park Bidg. 
KANSAS CITY, ee, ST. LOUIS, MO. 
nt. Lichty, D F. A., J. S. Chartrand, D. F. A., 
701 Wainut St., 208 N. Broadway. 


Ry. Exchange Bidg. 


MEMPHIS, TENN. 
. Lamon, D. F. A., 
1512 Exchange Bidg. 
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Doc. Stechstraps BULLETIN 


SPONSORED BY ACME STEEL COMPANY 


General Offices: 2844 Archer Avenue, Chicago ® 


‘Some Packages Don’t Even Know They 
Need a Thorough Physical Check-Up 


Many and many a shipping package is 
going blissfully along, quite unaware that 
it is wasting money for its shipper. And, 
I don’t mean only the actual cost of the 
box or crate. I mean freight cost, handling 
cost, and loss from damaged shipments. 
A thorough physical check-up in my 
laboratory often shows that the package 
is under-strength, and over-weight. Often, 


quired—and the correct dosage of Acme i 


Steelstrap reinforcing band. . 

There is no charge for my scientific 
diagnosis of your shipping package. I'll 
be glad to check them over. Or, I'll be 
glad to send you Steelstrap, tools and 
seals to try yourself. And, if you haven’t 
already received a copy, you'll be mighty 
interested to read my illustrated STRAP- 


Branches and Sales Offices in Principal Cities 


a completely re-designed container is re- BOOK. 


You’d Be Surprised to 
Know How Many Things Are 
“PACKAGED” With Steelstrap 


In preparing this bulletin, I 
looked through my files and 
even I was surprised. So many 
different products are travel- 
ing safer and cheaper because 
they are “packaged” with 
Acme Steelstrap! I’ve illus- 
trated four jobs here on dif- 
ferent kinds of things—but 
they are only a drop in the 
bucket. Acme Steelstrap is for 
products shipped in crates, 
boxes, bundles, cartons and 
bales. The products range 
from Apples to Zinc. Possibly, 
you thought Acme Steelstrap 
wasn’t applicable to your 
product. Quite possibly it is. 
The way to find out, and 
learn the possible savings, is 
to tell me what you ship and 
how. I’ll do the rest, at no 
charge to you. 


bigs : é > 
Safe shipment of Tanks with a= wt fees 
Unit-Load Band. —Y, 


Darn Good —This ACM 
Unit-Load System! 


The Unit-Load i : 
system for age 
bracing all 
kinds of loads 
—straight or 
mixed —can 
cut shock to 
load by as 
much as 50%. 
In carload shipping, Unit-Load saves on bracing costs anywhere 
from one dollar to twenty-five for each job. The average load can 
be braced in about 30 minutes by one man with Acme Unit-Load 
Band. Unit-Load is used by shippers of everything from motors 
to wallboard—from steel to wine. And Unit-Load ‘‘goes” for truck 
shipping, too. Write me 
today about your ship- 
ping problems. I know 
the right answer to thou- 
sands of them. Get a 
copy of the Unit-Load 
booklet. And, ask about 
Skid Loading — one 
of the greatest forward 
steps in handling prod- 
ucts for shipment in re- 
cent years. 


ai 


ruck shipment is easier with Unit-Load. These 
refrigerators are held safely at low cost. Note band 
encircling load, tying it into one unit. 


. Mixed Lading securely braced 


RUBBER SHEETS with Unit. Load. 








ese 
nd 


ad 
rs 
ck 











| The Traffic World 


An independent national journal of transportation; a working tool for traffic men 
Rail —Water — Motor Vehicle—Air— Material Handling and Distribution 





VOLUME LVI 


December 7, 1935 





Number 23 





Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
— the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





WATERWAY REGULATION 

HE Mississippi Valley Association, with its usual 

narrow, sectional, and selfish consideration of pub- 
lie questions, has again declared its opposition to any 
regulation of rates on the inland waterways—and, of 
course, it also opposes anything like the payment of 
rental by barge operators for the use of these public 
water highways. It is interesting that this action was 
taken over the opposition of one General Ashburn, head 
of the government’s Inland Waterways Corporation, and 
equally interesting that he advocates regulation of wa- 
ter rates by the Interstate Commerce Commission, not 
just or at all because it is fair, but in the interest of 
waterway operation itself. Considerations of fairness 
are, of course, sufficient reason for adopting the same 
kind of regulatory policy with respect to all competing 
kinds of carriers but, as General Ashburn has come to 
realize with respect to the waterways, such regulation, 
if there is to be any at all of any kind of carrier, is in 
the interest of all. The motor trucks and their patrons 


long since came to a realization of that fact; perhaps 
waterway operators and those interested in getting low 
rates from them will also come to realize it, in course 
of time. 

History has proved that good, however, may come 
out of Nazareth, and the minutes of the Mississippi Val- 
ley Association meeting in St. Louis last week again 
prove it. The association opposes the proposed St. Law- 
rence Canal treaty. Of course, its reasons are as nar- 
rowly selfish as those for opposing waterway rate reg- 
ulation but, nevertheless, it has happened to get on the 
right side. We do not minimize the value of opposition 
even from selfish sources; indeed, selfish reasons are 
more likely than any other to prevail in Congress, for 
the reason that the man or the group with an ax to 
grind usually works harder and to better effect than 
those interested only in sound economy and social jus- 
tice. So we welcome this action of the Mississippi Val- 
ley Association for what it may be worth in the coming 
fight against a renewed plan for a St. Lawrence Seaway, 
an expensive and utterly foolish project. 


RAILROAD PASSES 


OR years, off and on, we have been telling the rail- 

roads that, if they did not undertake some radical 
reform in the matter of issuing free transportation, some- 
one would do it for them; what may prove to be the 
start of such disciplinary measures is seen in the in- 
quiry just started by the Interstate Commerce Commis- 
sion, which has ordered the railroads to report quarterly, 
in 1936, the number of free passes and tickets requested 
and issued by them. 

This inquiry, while intended, if possible, to develop 
the cost of free transportation, is also, it is understood, 
inspired by the suspicion or knowledge that, in many 
cases, railroads, without being requested by other lines, 
issue passes to employes of those lines with the purpose 
of influencing the routing of traffic. It is intriguing to 
note that the defense for this practice is that the issu- 
ance of such passes probably cancels itself, since all the 
roads probably indulge in it to great extent—so generous 
are they with their transportation where railroad em- 
ployes are concerned! It would seem that, if this is 
the case, the railroads might get together to stop the 
practice, which is doing none of them any good—but it 
is probably too much to expect that they would either 
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realize this or do anything about it if they did realize it. 

It is also interesting to note how little good the 
Commission’s inquiry will do in developing the facts as 
to this custom, since the reports are to be made for 1936 
and the railroads can easily, if they are guilty and wish 
to conceal the fact, abolish or curtail these passes for 
that term. It would have been more to the point if the 
Commission had now required reports of the same kind 
for the year 1935. Without such an inquiry it will never 
know what the railroads have been doing; it will only 
know what they did after the inquiry order was issued. 


THE REASONABLENESS OF LABOR 


T is typical of the attitude of railroad labor that the 

firemen on the Burlington Railroad are threatening 
a strike unless it agrees to assign a fireman to duty on 
each of its diesel-powered, stream-line zephyr trains. A 
fireman on one of ffiese trains is about as necessary as 
a fifth wheel on a wagon or a second tail on a pig, but 
labor cares nothing for that; it merely wishes to multiply 
jobs with or without reason, economical railroad opera- 
tion meaning nothing to it. 

The way to deal with this situation is for the Burling- 
ton to fight, as it is doing, and then, if it loses in the 
contest before the constituted government authorities, 
put the useless firemen to work and discharge an equal 
number of other employes whom it has been retaining 
either out of good will or because it fears that, by letting 
them go, it would be violating the labor clause of the 
emergency transportation act. The firemen would still 
be useless and represent a waste, but labor might, never- 
theless, realize that it had profited nothing and learn 
something from the transaction. 


TO HARLEM WITH THE TRUCKERS 


HOUGH we do not assert that the Commission is 

doing something it is not forced to do in housing its 
new and growing motor carrier bureau in the colored 
masonic temple in Washington, it does seem rather 
strange that quarters for it cannot be found in the new, 
magnificent, spacious Interstate Commerce Commission 
building in which the Commission and its present staff 
do business. Perhaps, if this were a private concern, 
space might be found to meet the needs of expanding 
business, not by renting additional quarters blocks away 
from the plant, but by a shifting and consolidation of 
offices and hearing rooms. Whether necessary or not, 
we venture to guess that no one thing the Commission 
could do—not even an adverse decision in some case in 
which truckers were vitally interested—would do more 
to put it in bad odor with the new subjects of its regula- 
tion than to compel them to do business in the quarters 
that have been assigned. Perhaps the situation might 
be a little relieved if the Commission would permit truck- 
ers who have to go to Washington’s Harlem for their 
business transactions to come to the Interstate Com- 
merce Commission building afterwards and bathe or take 
showers in the private bath rooms attached to the com- 
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missioners’ suites. And we don’t want any communi. 
tions from subscribers to the effect that they knew they 
was a nigger in the woodpile somewhere; we hay 
thought of that ourselves. 


FREEDOM—FOR WHAT? 
V. FLETCHER, vice-president and general cow, 

e sel of the Association of American Railroads, j 
his speech at Reading, Pennsylvania, last week, made, 
plea for greater freedom for the railroads. Among othe 
things, he urged repeal of the labor clause of the eme. 
gency transportation act, which, he said, had been eo. 
strued to cover economy arrangements of the most usual 
type. Dismissing for the moment the fact that he, mor 
than any other, has been instrumental in so construin 
the objectionable clause, we venture to inguire whi 
the railroads would do with respect to reducing thei 
labor force if the clause were not in existence. Woull 
they proceed to put into effect economies that wouli 
result in the discharge of men? If so, what economia 
and what men? We have heard of no plan from the 
effecting of which they are prevented by this clause and 
we doubt if there is any. If there is and the railroads 
really think they are thus being hampered, they couli 
much strengthen their case by saying just what it is 
they would like to do. 

One may object to certain laws or advocate them 
for academic reasons, but, after all, few are interested 
in such considerations. What has to be done to get 
law enacted or repealed is to show specifically what it is 
desired to accomplish under the proposed law or spe 
cifically what good thing is prevented by the objection. 
able one. We may be forgiven, we trust, for doubting the 
sincerity of such appeals by the railroads when we know 
of nothing specific they desire to accomplish under the 
condition they seek, when they themselves have made 
no effort to prove that they are not bound by the claus 
they criticize, but, on the contrary, have persisted i 
the view that it binds them as well as the Coordinator 
in handling labor, and when they do not take advantage 
of the leeway now afforded them even under the con- 
struction of the law to which Mr. Fletcher points and 
with which he is in agreement. They could, as we have 
previously shown, diminish their labor force now to the 
extent of upwards of a hundred thousand men in bring 
ing about the economies of which Mr. Fletcher talks with- 
out running afoul of the law. But do they do it? 

So with what Mr. Fletcher says as to revision 0 
the consolidation provisions of the interstate commerce 
act and the anti-trust laws to the end that consolida- 
tions and operating agreements may be worked out “ut 
hampered by obsolete standards or statutes designed t 
force competition at the expense of economy.” Mr. 
Fletcher’s characterization of these standards aud 
statutes may be correct, but just what consolidations, 
what reorganizations, and what operating agreements 
has he in mind which the railroads are now prevented by 
law from effectuating, but which they would like to put 
into effect? 








(Continued on page 968) 
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Current Topics in 
Washington 


anna 


Now that the Bureau of Mo- 
tor Carriers is to have its home 
in Washington’s Harlem (be- 
cause the Commission cannot 
find space for it in its Graeco- 
Roman temple), a dyspeptic 
might suggest that it is time for ordinary folk to consider harder 
than ever what sort of manager government would be of their 
affairs, The suggestion might be made whether the government 
was to do the managing under planned economy, collectivism, 
communism, socialism, fascism, or the brand of government man- 
agement they have in Germany, even if the bureau remains in 
Harlem only temporarily, for a year or so. 

Here is a vast structure at the disposal of the Commission. 
When it was built it was supposed to be big enough to accom- 
modate the Commission almost forever. Yet a little more than 
a year after it has moved in, arrangements are being made to 
have the newest and presumably a most important branch moved 
out into Harlem, far away from those that will have business 
with it. Part of the Commission building is occupied by the 
Home Owners Loan Corporation. 

And that is government management! 
begun under the Hoover administration. This moving is taking 
place under the Roosevelt administration. Thousands of square 
feet in the temple are unavailable for use because the temple 
construction provides insufficient light and ventilation in the 
story around which a fine cornice is built. But poor management 
on the part of the Commission itself, some might suggest, makes 
this necessary because enormous rooms have been set aside 
by it for the use of individuals. An ordinary business man, it 
is believed, would put the enormous rooms to better use by 
having them taken over by the clerical forces, even if that made 
it necessary for officials to put up with less spacious quarters, 
rather than send part of their force to a structure nearly two 
miles away as the Harlem building is. 

But that is not the way government does things. So the 
motor bureau goes out into Harlem, to the discommoding of the 
public, probably, rather than an overcoming of the mistakes in 
the plan of the building. That plan provides for enormous rooms 
for officials and makes one story practically useless because a 
temple must have a cornice without windows in it. 


And Some Think the 
Government Could Manage 
All Affairs Well! 


The temple that was 





When one casts an eye on the Com- 
mission’s decisions in the sugar fourth 
section relief and citrus fruit relief 
cases it seems not unreasonable to sus- 
pect that traffic managers of ship lines 
are scratching their heads over the 
question of how far they will go in cutting rates in an effort 
to hold some of the business the railroads claim they took from 
them in the period when the Commission was stiff-necked on 
applications for relief designed to enable the railroads to com- 
pete with water lines. Nor will it lessen the suspicidn to read 
the proposed report of Examiner Witters on the complaint of the 
Coastwise Conference Steamer Lines. (See Traffic World, No- 
vember 30, pp. 932 and 935, and elsewhere in this issue.) 


In the two decisions and in the proposed report, the steamer 
lines, on the face of things, received bumps at the hands of the 
Commission and the examiner. It may be that a case can be 
made against the Commission to the effect that it is not paying 
much attention to section 500, of the transportation act, 1920. 
On the other hand, it might be suggested that it has done fairly 
well under section 500, in view of the fact, or appearance of fact, 
that this part of the law requires the Commission to see to it 
that both sorts of transportation flourish. Still other parts of the 


law require the Commission to have particular care for the 
railroads. 


The only question, it might be suggested, is as to where the 
Commission shall draw the line in the effort the law requires it 
to make to promote both sorts of transportation. As a rule, the 
Commission reports facts presented by the railroads that convey 
the impression that the steamer lines have done a good deal of 
raiding on the traffic of the railroads. It might be inferred from 
its decisions that the Commission had come to the conclusion 
that the water carriers had obtained their full share of traffic 


Theoretically Evil 
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and, for that reason, it was desirable to put an end, for the time, 
at least, to further inroads on railroad traffic. No matter which 
way a case is decided, the loser will stamp his way to the corner 
grocery to “cuss out” the Commission. 

“Cussing out the court,” for many years, has been held to be 
the right of the lawyer who has lost a case. But he must hold 
himself within the limits of decency in the period thus allowed 
him for the expression of uncensored thoughts about the tribunal 
that has given him a jolt. For years, railroad lawyers went 
oftenest to the corner grocery for the relief of their feelings. 
Then lawyers for shippers were the frequenters of the corner 
grocery in greatest number. Now attorneys for water lines ap- 
pear to have the most reason for relief expeditions of that sort. 
They, however, get some victories, as, for instance, the decision 
in fourth section application No. 15563, grain between river 
points on the Illinois Central system. (Elsewhere in this issue.) 





The Supreme Court of the United 
States, almost obviously, has become 
tired of the slipshod manner in which 
federal district judges have been 
throwing on its door step cases in- 
volving review of orders of the Com- 
mission. Its irritation, it might be suggested, is shown by 
revised Federal Equity Rule No. 70 1-2 promulgated by the court 
on its last decision day. The rule, as amended, reads as follows: 


Supreme Court Orders 
District Judges 
to Do Some Work 


In deciding suits in equity, including those required to be heard 
before three judges, the court of first instance shall find the facts 
specially and state separately its conclusions of law thereon; and, 
in granting or refusing interlocutory injunctions, the court of first 
instance shall similarly set forth its findings of fact and conclusions 
of law which constitute the grounds of action. 

Such findings and conclusions shall be entered of record and, if 
an appeal is taken from the decree, shall be included by the clerk in 
= a which is certified to the appellate court under Rules 

an 4 


It is notorious that district courts have issued or refused 
injunctions without saying much about the facts found by them 
or conclusions of law on which they have rested their decisions. 
Hereafter, they must make findings of fact and state conclusions 
of law. 





One phase of the cross ex- 
amination of H. A. Scandrett, in 
connection with the hearing on 
the question of his fitness to be 
a trustee, covered his acquaint- 
ance with Kuhn, Loeb and Com- 
pany and other banking concerns. A distinct intimation running 
through the questions seemed to be that any one having anything 
to do with bankers should be going about wearing a placard, 
“unclean,” and that one recommended by a banker or bankers 
for the position of president of a railroad should at least be 
locked up. 

A suggestion is that, if a banker violates any statute, some 
of the thousands of prosecuting officers and their assistants 
should know enough about the business for which they are re- 
ceiving millions of dollars to put him in jail, for a time, at least, 
if not forever. Of course, there are millions of Americans who 
are convinced that the most scandalous thing in the country is 
the incompetency or indifference about crime of prosecuting 
officers and judges. 

But there are also several millions of Americans, each with 
a few hundreds or thousands of dollars in a bank or banks, who 
seem to have an idea that they hire bankers to look after their 
money by lending it where it can earn a return. Some of them 
may suggest that, when the bankers they have hired to look 
after their thirty cents lend those thirty cents, they, the bankers, 
should put themselves into position to see that that money is 
not wasted. 

Few of those whose daily bank balances amount to thirty 
cents have so much money coming in that they can practically 
set up their own banking facilities to look after their money. 
The thirty-cent-balance citizens must depend on the banks in 
which they keep their balances to look after their affairs. 

That being so, it might be inquired why a bank or banking 
house, when it lends the thirty-cent balances of its customers, 
should not see to it that the borrowers put in charge of their 
affairs men, who, in the estimation of the bankers, are com- 
petent to assure a return of the thirty cents. The bankers are 
responsible to their depositors. 

Admittedly, there are crooked bankers. Wings do not sprout 
any more readily on the shoulders of bankers than on those of 
other sorts of men. The man who has thirty cents to deposit 
in a bank is under obligation to come to a conclusion whether 
the man to whom he entrusts it is honest and competent. If the 
depositor makes a mistake, its just too bad for him. He had the 
chance to pick an honest and competent banker. 

Then, why, when a banker lends the thirty cents of his 


Bankers Seem to Be 
Anathema to Some 
in Milwaukee Reorganization 
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depositors to a railroad company, would not the banker have a 
right to know what manner of man has been or is about to be 
chosen to handle the thirty cents entrusted to him? 


In an address at Los Angeles, Calif., 
some time ago, Dr. Rexford Guy Tug- 
well (they used his full name), Under- 
secretary of Agriculture, asked his 
audience: “How deep are the sources 
of your indignation? Do they lie on the 
surface and are they at the command of those who would have 
you turn against a national government which has invaded the 
modern strongholds of privilege? Or do they lie deeper so that 
your wrath may sustain a genuine reconstruction of American 
life?” 

That was the foundation on which the doctor built a descrip- 
tion of the administration that is now in charge of the govern- 
ment of the United States. He referred to the administration 
as the government, a use of language to which some Americans 
always take severe exception. They think of the government of 
the United States as something more permanent than the coterie 
selected by the voters to operate the machinery for a definite 
period of years. 

Dr. Tugwell, by some of the things he said, conveyed the 
idea to some that, until the present administration came into 
power, the government of the United States was a dying if not 
a dead thing. Here is something he said that helped create that 
impression: 


There Is Wonder 
as to What 
Reggie Could Mean 


The Federal Trade Commission, the Interstate Commerce Com- 
mission are not new in this administration; they have merely been 
made effective for the first time for many years. The control of 
security exchanges and the regulation of private utilities are no dif- 
ferent in their effect. 


A questionnaire sent to the railroads of the country probably 
would elicit answers indicating that, in their opinion, the Com- 
mission was much alive long before the country knew anything 
at all about Rexford Guy Tugwell.—A. E. H. 


FREEDOM—FOR WHAT? 
(Continued from page 966) 

Here, again, the case of the railroads would be 
strengthened if they had a program on which they could 
base their attitude toward present laws and standards. 
Have they such a program? We have never heard of 
one, though we should rejoice to hear of it, to give 
it publicity, and to support it, at least in theory and 
in general. Such a program is exactly what is needed 
and the railroads are not relieved from responsibility for 
not having one by a plea that the law is not what it 
should be. It would be worse than idle to expect Con- 
gress to alter or enact laws in the mere hope than some- 
one would do something. Perhaps it might alter them 
on a showing that they were preventing some partic- 
ular thing or things that would otherwise be achieved. 
It is the weakness of the position of the railroads that 
they are doing nothing but complain and point out what 
others should do. 

Mr. Fletcher is disposed to make light of the danger 
of government ownership and, of course, we agree with 
him that there is a great deal of useless anxiety over 
the prospect of things that never happen. However, we 
have always found it well to look facts in the face, to 
be prepared for the evil that may happen, and to do our 
utmost to prevent its happening if there seems to be a 
fair prospect that it may happen. But the railroads pre- 
fer to hide their heads in the sand, talk about the fu- 
tility of government ownership as a remedy for condi- 
tions, even if some remedy is found necessary, and point 
out smugly what a comparatively small increase in the 
volume of business would accomplish in banishing the 
talk of government ownership to the realm of the doc- 
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trinnaire. We hope as devoutly as they can that the; 
dreams may be realized—but we wouldn’t needlessly g. 
pose our chest to the bullet of the assassin in the fon 
hope that his pistol would miss fire. It is well to poin 
out the sad effects of murder and to urge the police 
*prevent it, but what else are the railroads doing? Wha; 
are they proposing? 


LOANS TO RAILROADS 


Chairman Jones, of the Reconstruction Finance Corporation, 
after a conference Dec. 2 with Fairfax Harrison, president of 
the Southern Railway, indicated that the corporation won 
comply with a request of the company for extension of time 
for payment of $14,493,540 of indebtedness to the RFC. Notes 
evidencing the debts of the Southern to the RFC fall due be 
tween the present time and March 1 next. The Southern wishes 
an extension of time until September, 1938. Application for 
such extension, Chairman Jones said, would be made to the 
Commission. 

Mr. Harrison, said Mr. Jones, said he thought the Southen 
would earn its charges next year and that it would not fall 
far short this year of doing that. He said the road had on 
hand about $6,000,000 in cash and would have about $2,500,00) 
in cash after paying January interest. Mr. Jones said Mr. Har. 
rison altogether was “pretty hopeful’ with respect to the out- 
look for improvement in rail earnings. 

The Southern Railway, in its application for extension of 
its RFC loans, in Finance Nos. 9168 and 9581, asked that the 
loans, aggregating $14,493,540, be consolidated into one loan 
and that the maturity date be fixed at September 1, 1938. The 
total is made up of the following loans; $7,254,000 due March 1, 
1986; $3,125,140, which was due September 14, 1935; $842,655, 
which was due October 26, 1935, and $3,271,745 due December 
20, 1935. 

Chairman Jones announced that the New York Central had 
paid its indebtedness of $15,600,000 to the RFC, plus interest 
of about $195,000, as previously agreed on. (See Traffic World, 
Nov. 23, p. 893.) The remaining N. Y. C. indebtedness of $11- 
899,000 to the RFC is to be carried until July 1, 1941. 

Questioned about the Cotton Belt, Mr. Jones said he did 
not think it had money on hand at this time to meet interest 
requirements, but that it could resort to provisions permitting 
it to delay payment for a time. He indicated the RFC would 
carry the indebtedness of the Cotton Belt up to March 1, as 
had been requested by the carrier. 

In Finance No. 9252, Maine Central Railroad Co. RFC loan, 
and Finance No. 9679, Maine Central RFC loan, on supplemental 
application, the Commission, by division 4, has approved exten- 
sion of the time for payment, from December 1 to December 
31, 1935, of loans amounting to $2,440,330.17. Previous reports 
are in 184 I. C. C. 500, 189 I. C. C. 74, 199 I. C. C. 703, and 207 
I. C. C. 466. 

In a supplemental application in Finance 9252, Maine Cen- 
tral Railroad Co. RFC loan, the carrier asks approval for 
an extension by the RFC, from December 1 to December 31, 
1935, of a loan of $2,440,000. The object is to have the due 
date of this loan coincide with the maturity date of a bond 
issue which the carrier proposes to refinance by means of a 
loan of $12,440,000 from the RFC. 

In a supplemental application in Finance No. 10381, the 
Illinois Central Railroad Company has asked for approval of 
steps necessary for it to obtain its additional loan of $3,000,000 
from the PWA in connection with air-conditioning of cars and 
repairs to equipment. The loan is to be evidenced by equip- 
ment trust certificates, making a total of $15,000,000 of such 
certificates to be held by the PWA. The applicant also asks 
authority to waive the right of redemption prior to dates of 
maturity of the certificates. 

In a supplemental application in Finance No. 9664, the 
Lehigh Valley Railroad Co. has asked the Commission to 4apD- 
prove an extension by the RFC of a loan of $2,000,000 maturing 
January 7, 1936, to January 1, 1938. The applicant asserts that 
it considers the collateral now held by the RFC as security for 
the — sufficient to justify the extension, without any addi- 
tions to it. 


N. R. D. G. A. PACKAGING CLINIC 


A packaging clinic will be held in connection with the col- 
vention of the National Retail Dry Goods Association at the 
Pennsylvania Hotel January 20 to 24, 1936. Prizes will be 
awarded for packages judged to be the best for sales and display 
purposes as well as for convenience and protection. The traffic 
— of the association will meet in connection with the cor 
vention. 
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Decisions of Interstate Commerce Commission 





PETROLEUM REVISION 


REVISION of rates on refined petroleum products, effective 
A not later than February 28, has been ordered by the Com- 
mission, division 2, in No. 26599, Standard Oil Co. (Incorporated 
in Kentucky) et al. vs. A. G. S. et al.; No. 26635, Texas Co. vs. 
Columbus & Greenville et al.; No. 26643, Mexican Petroleum 
Corporation et al vs. A.G.S.etal.; No. 26668, Gulf Refining Co. 
ys. Columbus & Greenville et al.; No. 26684, Sinclair Refining 
co. vs. A. G. S. et al.; and No. 26773, Lion Oil Refining Co. 
et al. vs. Same, from refining points in the New Orleans-Baton 
Rouge and Shreveport-Eldorado groups to so-called non-key 
destinations in Mississippi, Tennessee, Alabama, and Georgia. 
The Commission found some of the rates unreasonable and 
others not unreasonable or otherwise unlawful. Reparation was 
awarded on shipments to destinations to which the rates were 
found unreasonable in American Refining Co., Inc., vs. A. & R., 
194 I. C. C. 528, and Elk Oil Co. vs. A. G. S., 196 I. C. C. 548, 
and 201 I. C. C. 28. 

In Petroleum and Its Products, 171 I. C. C. 286, 176 I. C. C. 
637, and 179 I. C. C. 19, the Commission prescribed rates under 
the so-called appendix 19 scale for general application within 
the south, and key rates from the southwest, including the New 
Orleans-Baton Rouge and Shreveport-Eldorado groups, to des- 
tinations in the Mississippi valley and the southeast. It told 
carriers that rates to other destinations should be related to 
the rates prescribed to the key points. In this report, the Com- 
mission dealt with rates fo nonkey points. 

The Commission, in an appendix not herein reproduced, set 
forth the present, approved, and prescribed rates, the rates 
prescribed in this report being indicated by an asterisk. 

Among the changes ordered in this report are the follow- 
ing: A reduction in the rate from the Shreveport-Eldorado 
group to Edwards, Miss., from 30 to 27 cents; from that group 
to Senatobia, Miss., from 33 to 30 cents; from the New Orleans- 
Baton Rouge groups to Humboldt, Tenn., a reduction from 37 
to 33 cents; from that group to Fayette, Sulligent, Guin, Dora, 
Bergens, Cordova, and Jasper, Ala., from 38 to 37 cents; from 
the New Orleans-Baton Rouge group to Montevallo, Clanton and 
Calera, Ala., from 39 to 37-cents; from the Shreveport-Eldorado 
group to Haleyville and Hackleburg, Ala., from 43 to 40 cents; 
from the New Orleans-Baton Rouge group to Cartersville, 
Adairsville, Calhoun, Dalton, Marietta, and Lafayette, Ga., from 
45 to 48 cents; and from the Shreveport-Eldorado group to Day- 
ton, Tenn., from 53 to 52 cents. 


Q. A. & P. COTTONSEED ROUTING 


In a report in I. and S. No. 4069, routing via Quanah, Acme 
& Pacific Railway Co., embracing also No. 17000, part 8, cot- 
tonseed, its products, and related articles, on further hearing, 
the Commission has found not justified schedules proposing 
cancellation of routes embracing lines of the Quanah, Acme & 
Pacific in whole or in part on shipments of cottonseed and its 
products but without prejudice to the filing of new schedules 
containing routes which do not exceed circuity limitations 
recommended in the report. The Commission also, with respect 
to No. 17000, part 8, modified its findings in the prior report, 
205 I. C. C. 15, with respect to the establishment of routes in 
connection with the Q. A. & P. so that the rates prescribed in 
the prior reports in No. 17000, part 8, shall apply in connection 
With the Q. A. & P. over routes which conform to the circuity 
limitations recommended in this report. Other prior reports 
are 188 I. C. C. 605 and 203 I. C. C. 177. 

The Commission prescribed the following formula with re- 
spect to circuity limitations: 


Joint through interstate rates on cottonseed and its products via 
the Quanah should not apply: ; 
1. Where the distance over the short line or route is 500 miles 


or less and the jon i i 

circuitous, ger route via the Quanah is more than 50 per cent 
9 7 i 
2. Where the distance over the short line or route is over 500 


— ag does not exceed 1,000 miles and the longer route via the 
aoe Fa more than 37.5 per cent circuitous, except that in instances 
he eaue ° Sent line or route exceeds 500 miles and the longer line 
pr ves oes not exceed 750 miles fourth-section relief will apply to 
i> ager line or route even though the said longer line or route 
. wee 37.5 per cent circuitous. 
aioe oak ta the distance over the short line or route exceeds 1,000 
cuitous he longer route via the Quanah is over 25 per cent cir- 
ceeds 1000 oat that in instances where the short line or route ex- 
sl, miles and the longer line or route does not exceed 1,375 





miles, relief will apply to such longer line or route even though the 
said longer line or route is more than 25 per cent circuitous. 

The short-line route should be ascertained by computing the 
shortest distance over which the traffic can move via existing con- 
nections for the interchange of carload traffic and without any limi- 
tation as to the number of carriers involved. 


Commissioner Mahaffie, dissenting, said, in his judgment, 
the majority erred in requiring the maintenance of routes, many 
of which did not accord with the provisions of section 15(4) 
of the interstate commerce act as construed by the Supreme 
Court in United States vs. Missouri Pacific, 278 U. S. 269. 

Commissioner Miller dissented for reasons stated in his 
expression in Routing Grain & Grain Products via C. R. I. & P., 
198 I. C. C. 117, 132. 

Commissioner Aitchison noted a dissent. Chairman Tate 
and Commissioner Splawn did not participate in the disposition 
of the report. 


LOUISIANA EMERGENCY CHARGES 


The Commission has discontinued its proceeding in No. 
27127, emergency freight charges in Louisiana, in a report writ- 
ten by Commissioner Aitchison, in which it has found that rates 
and charges made by authority of the state of Louisiana on 
certain descriptions of intrastate traffic on which no emergency 
charges have been authorized, have not been shown to result 
in undue preference or prejudice as between persons or local- 
ities in intrastate commerce, on the one hand, and interstate 
commerce, on the other, or undue, unreasonable or unjust dis- 
crimination against interstate commerce. 

The Louisiana Public Service Commission, with exceptions, 
permitted the railroads operating in that state to apply the 
emergency charges to intrastate traffic, corresponding to the 
interstate charges authorized by the Commission in Emergency 
Freight Charges, 1935, 208 I. C. C. 4. The carriers brought the 
exceptions to the federal commission in a thirteenth section 
proceeding, alleging violation of that section. 

Commissioner Aitchison said respondents treated this purely 
as a revenue case and attempted to show only that the action 
of the Louisiana commission resulted in unjust discrimination 
against interstate commerce. He said the Supreme Court of 
the United States had said that in order for the Commission 
to enter the state field and change intrastate rates in the in- 
terests of carrier revenue, there must be findings, supported 
by evidence, as to the revenue which had been derived by the 
carrier from the traffic in question, and which reasonably could 
be expected under the increased rates; and that the alteration 
of the intrastate rates would produce, or was likely to pro- 
duce, additional income necessary to prevent an undue burden 
upon the carrier’s interstate revenues and to maintain an ade- 
quate transprtation service, citing Florida vs. U. S., 282 U. S. 
194. He said it was obvious that the present record would not 
support essential findings of the character described. 

The Louisiana commission refused to permit increases in 
rates on bagasse; raw sugar, molasses and syrup, including 
blackstrap, inbound to New Orleans and other refining points 
within Louisiana; bags, bagging and ties from New Orleans to 
specified points in Louisiana; pulverized limestone for agricul- 
tural purposes, secondhand sugar bags, cottonseed cake, meal 
and hulls, hul] bran, hull fibre and cotton linters, sweet pota- 
toes, crude sulphur, dehydrated sugar cane pith (pulp), ground 
or crushed shells or shell residue when used for agricultural 
purposes as a soil sweetener or fertilizer. There were also 
exceptions as to certain movements on sand and gravel, crushed 
stone, shells and related commodities, also as to all hauls of 
180 miles or less on carload traffic where the line-haul rates 
had been reduced to meet truck or water competition and as 
to less than carload rates for actual short line distances of 180 
miles or less, not including constructive mileage allowances 
where made for river crossings, etc. 





CITRUS FRUIT RELIEF 


Against the opposition of the steamship lines and notwith- 
standing the disagreement with the majority, on vital points, by 
Commissioner Caskie and dissent by Commissioners Porter, Lee 
and Splawn, the Commission, in fourth section application No. 
16028, citrus fruit from Florida to north Atlantic ports, in fourth 
section order No. 12129, has granted flexible fourth section relief 
to the railroads on citrus fruit from Florida points to north 
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Atlantic ports. The relief rates are to be effective on Mondays, 
Thursdays, Fridays and Saturdays. The rates are dated to 
expire July 31, 1936, unless sooner cancelled, changed or ex- 
tended. Flexible relief gives the railroads the right to cut rates 
if the boat lines cut theirs. 

The relief was sought by the railroads parties to Pope’s 
citrus-strawberry-vegetable tariff, I. ©. C. No. 1828, in an effort 
to regain traffic from truck-water and the truck-water-rail routes. 
The Commission said there was no opposition to the proposal on 
the part of shippers or truck operators. 

Based on the normal rate of $1.06 from Lake Wales, Fla., 
to New York, and the actual movement by the truck-boat routes 
in the seasons of 1931-32 to 1934-35, inclusive, the applicants, 
the Commission said, estimated their losses in those seasons due 
to the truck-boat competition, to have been $21,850,000. 

The proposed rates to Baltimore, Philadelphia and New 
York, were the same as the charges, as understood to be by the 
railroads from the best available to them, maintained over the 
truck-water routes from the same points of origin. The rates 
proposed to be maintained to Boston, the Commission said, were 
12 cents higher than those proposed to New York. The proposed 
rates, which the Commission, in this report says may be 
established and maintained, are to be subject to a minimum of 
36,000 pounds. The present rates are subject to a minimum 
of 32,400 pounds. 

In the event that the charges by the truck-boat routes were 
changed, the railroads proposed to make corresponding reduc- 
tions in all-rail rates, providing that the resulting rates did not 
yield revenue less than 12 cents a car-mile, based on the 
minimum of 36,000 pounds. 

The fourth section order issued in connection with the 
report is conditioned on the proposed 12 cents a car-mile minimum 
earning. Another condition in the relief order is that the rates 
from, to and between the higher rated intermediate points shall 
not exceed rates on the bases set forth in the application, nor 
exceed the lowest combinations, nor in any instance be higher 
than 50 per cent over the rate to the more distant point. The 
Commission outlined the proposals of the rail carriers and gave 
examples of the effect of the proposals, permitted to be made 
effective in the fourth section order issued by it, as follows: 


The proposed rates to Boston and other New England points are 
2.5 cents higher than charges available by truck-boat-rail routes 
through the Florida ports and New York, not including the expense of 
transfer from boats to cars at New York. 

It is proposed to establish to intermediate points rates 12 cents 
under the normal basis, subject to a minimum weight of 36,000 
pounds and to the aggregate-of-intermediate rates as maxima, except 
to destinations in southern territory, including Richmond and Lynch- 
burg, Va., to which it is proposed to establish truck-competitive rates 
on a lower basis, subject to a minimum weight of 34,560 pounds. 
Under an intermediate rule, as authorized by rule 27 of our Tariff 
Circular No: 20, rates from unnamed points north of Florida will be 
the same as from the next most distant point in Florida. 

Departures will occur at origins in Florida and at destinations, 
representative examples of which are hereinafter shown. The de- 
partures at origin points will occur in instances where the rates are 
based on higher truck-boat charges from intermediate than from 
more distant points. For example, the proposed rate from Fort 
Pierce to New York is 59 cents based upon a truck charge at that 
port of 3 cents, plus a water rate of 56 cents between the ports. 
Station A-240 is 2 miles from Fort Pierce and intermediate to New 
York over routes including the Florida East Coast Railway Company 
(W. R. Konan, Jr., and S. M. Loftin, Receivers) to Jacksonville. The 
rate proposed from Station A-240 to New York is 60 cents based on 
a truck charge of 4 cents to Fort Pierce, plus the water rate beyond. 
The following examples show typical destination departures: 

1. From Fort Pierce to New York, 1,269 miles, over the lines of 
the Florida East Coast Railway Company, Jacksonville, Southern 
Railway Company, Potomac Yard, Va., The Baltimore and Ohio Rail- 
road Company, Park Junction (Philadelphia), Pa., Reading Company, 
Bound Brook, N. J., and The Central Railroad Company of New Jer- 
sey beyond, the proposed rate is 59 cents. To Elizabethport, N. J., 
Alexandria, Va., and Charlotte, N. C., intermediate points on tha 
route to which the distances from Fort Pierce are 1,248, 1,027, and 
655 miles, respectively, the proposed rates are 81, 80, and 60 cents, 
respectively. 

2. From Lakeland, Fla., to Boston, 1,557 miles, over the lines of 
the Atlantic Coast Line Railroad Company, Richmond, Va., Rich- 
mond, Fredericksburg and Potomac Railroad Company, Potomac 
Yard, Va., Baltimore and Ohio, Park Junction, Pa., Reading Com- 
pany, Bound Brook, N. J., Central Railroad Company of New Jersey, 
Jersey City, N. J., West Shore Railroad (The New York Central Rail- 
road Company, Lessee), Albany, N. Y., and Boston and Albany Rail- 
road (The New York Central Railroad Company, Lessee) beyond, the 
proposed rate is 84 cents. To Newton, Mass., Manville, N. J., and 
Riverdale, Md., intermediate points on that route to which the dis- 
tances from Lakeland are 1,550, 1,177 and 996 miles, respectively, the 
proposed rates are 104, 93, and@ 85 cents, respectively. 


The water lines, the report said, questioned the figures of 
the rail lines concerning the charges by the competitive routes. 
Information with respect to the truck-boat charges, the Com- 
mission said, was peculiarly within the knowledge of the boat 
lines and that shown by the railroads was based on the best 
information available to the applicant rail lines. The Commis- 
sion said that the various water lines owned, or held under 
lease, facilities for precooling fruit to be shipped by their lines 
at all Florida ports served by them, except Tampa in the case of 
citrus fruit handled by two of the boat lines. 
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The competition of the water lines heretofore has caygy 
the railroads to make reductions in their rates, the boat ling 
making no additional charge for their services when they 
stalled refrigeration. The Commission’s report reviewed ty 
financial situation of both water and rail carriers engaged 4 
this struggle for citrus fruit traffic. It said the record containy 
no reliable figures as to the cost of handling of citrus fruit traf, 







































higher than that of ordinary traffic. The Commission said it wy 
of the view that the earnings under the rates proposed wou 
more than cover the extra or additional expenses incurred ) 
handling the traffic. 

The object in making the rates apply only on specified day 
of the week, the railroads said, was to make effective via thej; 
routes approximately the same service as given by boat ling 
and to effect a greater consolidation of the citrus traffic so tha 
it might be handled in larger units. The Commission said tha 
while there was no daily service by boat from any one Fiorid 
port, there was one or more sailing from some port almost daily, 
It said that in January, 1935, 51 boats arrived in New York with 
citrus fruits from Florida ports, almost two a day. The repor 
said the applicants anticipated economies under the plan by 
admitted that it was a subject to the influence of many factoy 
that could not be determined in the absence of a practical tes, 
In conclusion the Commission said it concluded that the a 
plicants had established a special case wherein relief was justi. 
fied on the ground of truck-water competition. 

Calling his separate expression a concurrence in part. Com 
missioner Caskie said he was in accord with the decision of the 
majority except as to the minimum rates and the establishment 
of the so-called sailing-day plan, that is, a plan calling for certain 
rates only on specified days. He could not see that the 12 cents 
a car-mile rates, which the railroads may make effective if the 
boats cut the rate, would be reasonably compensatory. The 
plan here approved, he said, so far as he was advised, had nm 
precedent in railroad freight history. 

Commissioner Porter, agreeing with the facts stated by 
Commissioner Caskie, in his concurring expression, said he was 



























































impelled to dissent. He said he was convinced a better adjust: . 
ment would have been one under which the reduced rates to la 
the more distant points would be held as maxima at all inter. = 
mediate points on direct routes. Commissioner Lee concurred in 
that expression. al 
Agreeing for the most part with Commissioners Caskie and sk 
Porter, Commissioner Splawn said the application raised issues = 
too big and too novel to be disposed of incidentally to granting el 
relief under authority of the fourth section, his dissent being re 
one of four lines. ul 
The Commission, December 5, in special permission No. r- 
149538, authorized the carrier to establish the rates authorized, e 
on citrus fruits from Florida to north Atlantic ports, applicable a 


on Mondays, Thursdays, Fridays and Saturdays, on five days’ 
notice. The relief was given in fourth section order No. 12129, 
based on fourth section application No. 16028. 


DIFFERENTIAL ROUTE RELIEF 


Subject to minimum rate limitations, the Commission, it 
fourth section application No. 14900, differential routes to cel- 
tral territory and applications joined with it, in fourth section 
order No. 12130, has authorized carriers to continue and to 
establish and maintain domestic class rates and rates made 4 
percentage relation thereto, differentially related to the cor 
responding all-rail rates, between central territory, on the one 
hand, and New England territory, including New York, N. Y. 
rate points, on the other, over standard lake-rail, differential 
lake-rai!, differential all-rail, and ocean-rail routes, and trunk 
line territory over standard lake-rail and ocean-rail routes, With 
out observing the long-and-short-haul part of section 4. 

Similar authority has been granted in differential rates 0 
import, export, coastwise and intercoastal traffic, from or ‘0 
central territory through the ports of Baltimore, Md., Philé 
delphia, Pa., New York, N. Y., Boston, Mass., and other NeW 
England and Canadian north Atlantic ports. 

The Commission concluded that to comply with the reason 
ably compensatory part of section 4, the relief authorized iD 
this case over routes operating wholly within and north of official 
territory should be limited to rates not less than 75 per cent of 
those constructed on the basis of 90 per cent of the appendix 
E scale, prescribed in Eastern Class Rate Investigation, 1 
I. C. C. 314, 171 I. C. C. 481, and 177 I. C. C. 156, extended for 
the distances over such route. : 

Ocean-rail routes operating south of the territory which 
traverse southern territory within which a higher basis wa 
prescribed in the Southern Rate Investigation, 100 I. C. C. 613, 
109 I. C. C. 300, 113 I. C. C. 200, and 128 I. C. C. 567, the Com- 
mission said, presented a situation different from the situation 
created by the routes north of official territory, generally spokel 
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of as the Canadian routes. It said as to the traffic over these 
pcean-rail routes it was of the opinion that to comply with the 
easonably compensatory provision of section 4 and to restrict 
within the bounds of reasonableness the degree of circuity of 
outes to which the relief would apply, the relief should be 
himited to rates not less than the following percentages of rates 
onstructed on the appendix E scale for the distances over 
such routes; (a) on traffic between north Atlantic ports, on the 
one hand, and points in central territory, on the other, not re- 
quiring transfer between cars and vessels at the north Atlantic 
ports of origin or destination, 70 per cent, and (b) on traffic 
between other points, 75 per cent. 

This report also embraces the following applications or 
portions thereof: Nos. 14397, 14406, 14407, 14413, 14418, 14419, 
14513, and 15244, covering domestic rates over ocean-rail routes; 
No. 14510, covering domestic rates over standard lake-rail, and 
differential lake-rail routes; No. 14512, covering domestic rates 
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i that over differential all-rail routes; and Nos. 14570 and 14571, cov- 

: Orid: BE ering import, export, intercoastal and coastwise rates over all 

t daily HMB types of routes considered in the case. 

rk With Relief on any basis other than that set forth in this report, 

on the Commission’s order said, was rescinded effective May 12, 

rs DMMB 1936. The carriers will have until that day to revise their dif- 

re ferential route rates so as to meet the views expressed in this 

; report. 

the ap Since 1910 the carriers have been operating over differ- 

S justi ential routes on the bases made by them prior to that time, 
Co under the temporary relief that was granted for continuance 

‘a i of rates then in effect when the fourth section was revised in 

shment _ 

certain The Commission’s findings follow: 

2 cents 


if th Applicants forming standard lake-rail, differential lake-rail, dif- 
the ferential all-rail, and ocean-rail routes, between, except as other- 
The wise indicated in the description of the rate structures, the terri- 


nad no tories considered herein, will be authorized to continue and to estab- 
lish and maintain on domestic import, export, coastwise, and inter- 
coastal traffic, class rates constructed on the respective differential 
ed by bases as described herein and rates made a percentage relation there- 
1e was to, and the ocean-rail routes will be authorized to meet, during the 
adjust period of lake navigation, on westbound traffic, the standard lake-rail 
rates from and to points served by both the ocean-rail and standard 
tes to lake-rail Toutes, and to maintain higher rates from, to, and between 
inter. oe points in the United States, subject to the following 
red in ; 
(1) That rates at higher-rated intermediate points (a) on stand- 
) ard lake-rail routes from, to, and by way of Chicago and Milwaukee 
le and shall not exceed rates constructed on the basis prescribed or approved 
issues on like traffic from and to the same points in Lake and Rail Class 
anting and Commodity Rates, supra, and (b) on standard lake-rail, differ- 
bei ential lake-rail, and differential all-rail routes shall in no case exceed 
eing rates constructed on the respective differential bases observed at 
the more distant point, except that over differential lake-rail and 
1» No. differential all-rail routes from New York, rates at higher-rated in- 
steel termediate points in New England territory shall not exceed rates 
EIEN, constructed by use of the respective differential bases at present 
icable applicable from that territory. 
days _, (2) That the intermediate rates on ocean-rail routes where the 
12129, intermediate movement embraces a water haul, shall not exceed, at 
(a) higher-rated intermediate points in southern territory, the ocean- 
rail rates prescribed or approved by us on like traffic from and to 
the same points in Southern Class Rate Investigation, or in the case 
of points in southern territory from and to which ocean-rail rates 
were not prescribed or approved in that proceeding, rates constructed 
n. i in proper relationship thereto, and, at (b) other higher-rated inter- 
’ aon points, rates constructed on the normal differential basis 
cel: ares at the more distant points, except that during the period 
ction “ae navigation when the ocean-rail routes meet the rates over the 
id to a ig lake-rail routes, the ocean-rail rates at higher-rated inter- 
p Hi ate points served also by standard lake-rail routes, shall not 
. ceed rates applicable over the corresponding standard lake-rail 
cor: To and where the intermediate movement involves strictly all- 
- one ed hauls, the intermediate rates shall not exceed, at higher-rated 
Y - rmediate points in southern territory, the all-rail rates prescribed 
1%, othe proved in Southern Class Rate Investigation, supra, and, at 
ntial in ih higher-rated intermediate points, rates prescribed or approved 
runk prt A mocap oc Class-Rate Investigation, or, in the case of foreign and 
with- pres Wise traffic to central territory, rates made with relation to the 
e ype domestic all-rail rates, as indicated herein. 
3) That the relief shall not apply to rates made on a percentage 
8 on lationship to the class rates between the same points, unless relief 
r to rate thorized herein with respect to the class rates on which such 
hila- €S are based. 


New Sener » ca Where rates made with relation to the class rates be- 
e thorit om Same points are continued or established under the au- 
rated} taps the rates on like property from, to, or between higher- 

intermediate points, where the intermediate movement is over 


s0n- , ' 
ts poem arn type of differential route that serves the more distant point 
: percentae, shall not exceed rates constructed on basis of the same 
cial (5) ri relationship ‘to the class rates at such intermediate points. 
t of stanss at rates at higher-rated intermediate points shall in no in- 
: State re ceed the lowest combination of rates subject to the inter- 
ndix commerce act. 
164 t we] That over routes operating wholly within, and north of official 
for rates Mig ing lously described herein, the relief shall not apply to 
per cent of i, 0, Per cent of rates constructed on the basis of 90 
ich such Toutes the appendix E scale (extended) for the distances over 
was 6 herent over routes other than those referred to in paragraph 
513 described | e relief shall not apply to rates on traffic as hereinafter 
’ on the a ess than the percentages shown below of rates constructed 
om- Ppendix E scale for the distances over such routes: 
ion - On traffic over ocean-rail routes between north Atlantic ports, 


on ; ; 
ken the one hand, and points in central territory, on the other, not 
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requiring transfer between cars and vessels at the north Atlantic 
ports of orign or destination, 70 per cent. 

Bb. On traffic over ocean-rail routes between other points de- 
scribed herein, 75 per cent. 

In applying the limitations specified in paragraphs 6 and 7 here- 
of (a); first-class rates only may be used; (b) where rates are on 
a group basis average distances from and to points in such groups, 
or distances from and to key points may be used instead of actual 
distances between indivdual points in determining the rates under the 
appendix E scale; and (c) the constructive distances for the water 
hauls between the various ports as described herein may be used 
instead of the actual water distances. 

All other and further relief prayed in these applications with 
respect to rates over the differential routes from and to central 
territory will be denied, and all outstanding relief from the pro- 
visions of section 4 granted with respect to such rates by other 
orders of this Commission inconsistent with the relief granted herein 
will be rescinded. 


Commissioner Caskie, concurring, said that while he con- 
curred generally in the report, he thought that via the all-rail 
differential routes the equidistant clause of the fourth section 
was mandatory. 

Commissioner McManamy, dissenting, said the relief sought 
by the applicants was, in fact, for the most part predicated on 
circuity and therefore the application of the equidistant provi- 
sion of section 4 was, in his opinion, mandatory. He said that 
under the percentage rate limitation approved in the report, 
unduly circuitous routes would be enabled to participate in the 
traffic with resultant wasteful transportation, and that it was 
doubtful if some of the rates would be reasonably compensatory. 

Commissioner Lee, dissenting in part, said that heretofore 
the carriers had been left practically free to depart from the 
fourth section to the extent they desired in connection with 
traffic covered by these applications, and that he approved of 
restriction of relief under which the carriers now operated. 
Anxious, as he said he was, that the carriers, both rail and 
water, have as much latitude as possible to improve their earn- 
ings, he said he was of the view that altogether too much 
wasteful transportation was permitted by the liberal restric- 
tions imposed in this case. He said that in his opinion there 
was no authority for waiving the equidistant Imitation in con- 
nection with relief granted because of circuity. 

Under the relief authorized in this case, he said traffic from 
New York to Chicago could move by water 812 miles to Savan- 
nah, Ga., thence by rail, 1,145 miles over the Central of Georgia 
to Birmingham, Ala., and the Illinois Central beyond or a total 
distance of 1,957 miles, as compared with a more direct all-rail 
tariff route of 909 miles. He said a shipment moving over this 
ocean-rail route, after having been transported 812 miles by 
water to Savannah, was farther away from Chicago than when 
it started its journey at New York. The short all-rail distance 
from Savannah to Chicago, he said, was 991 miles or 82 miles 
greater than the short all-rail distance from New York to Chi- 
cago. The first class rate from New York to Chicago over the 
ocean-rail route, by way of Savannah, he said, was $1.44, or 
8 cents less than the direct line rate of $1.52. From Savannah 
to Chicago, he said, the first class rate was $2.20. In conclusion 
he said that considering the number of reasonably direct all-rail 
and differential routes available between New York and Chicago, 
it seemed to him that it was wasteful transportation to move 
traffic over unduly circuitous routes. 


BARGE COMPETITIVE RATES OUT 


An attempt of the Illinois Central system to establish rates 
on grain it contended would enable it to meet the competition 
of the government-owned barge line has been blocked by the 
Commission, division 2, in a report and order in Fourth Section 
Application No. 15563, grain between river ports on Illinois Cen- 
tral system. 

By fourth section order No. 12108 the Commission has de- 
nied the application of the system for authority to establish 
and maintain rail rates on grain, from and to river ports with- 
out observing the long-and-short-haul provision of the fourth 
section. 

In this application the Illinois Central and the Yazoo & 
Mississippi Valley, referred to as the Illinois Central system 
and applicant, asked authority to establish reduced local rates 
on grain, minimum 80,000 pounds, from Dubuque, Ia., Chicago, 
Peoria, Havana, East St. Louis and Cairo, Ill., St. Louis, Mo., 
Memphis, Tenn., Helena, Ark., and Vicksburg, Miss., as origins, 
to Dubuque, Chicago, Peoria, Havana, East St. Louis, Cairo, 
St. Louis, Memphis, Helena, Vicksburg, Baton Rouge and New 
Orleans, La., as destinations, without observing the long-and- 
short-haul clause. In addition, said the report, the same relief 
was sought from and to points on applicant’s lines beyond the 
ports from and to which the proposed rates between the ports, 
if established, incidentally would become factors in combina- 
tion rates. 

“The purpose of the relief,” said the Commission, “is to 
meet competition of the all-water route operated by the Inland 
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Waterways Corporation, hereinafter called the barge line, on the 
Mississippi River, Illinois River, and Chicago Drainage Canal, 
which form a continuous navigable waterway between the 
specified river ports situated on the lines of the applicant.” 

The application was supported by the Helena Traffic Bureau 
of Helena, Ark., and, to the extent of the proposed reduction 
in rates to Memphis, by the Memphis Merchants’ Exchange, of 
Memphis, Tenn. The protestants were the representatives of the 
Missouri River markets, principally Sioux City, Omaha and 
Kansas City, and the so-called west-side carriers which serve 
those markets. The Commission said they opposed the pro- 
posed adjustment due to its conflict with the present relation- 
ship between their rates and the rates from Minneapolis and 
Peoria to the Mississippi River gateways. 

The Commission said the comparatively close proximity of 
applicant’s lines to that of the barge line for the entire dis- 
tance between Chicago and New Orleans, with many of its prin- 
cipal stations being also river ports, made it peculiarly sus- 
ceptible to the competition of the barge line. It said the tend- 
ency was also toward greater competition between water and 
rail transportation due to the increases and improvements be- 
ing made in the facilities for handling grain by water. This, 
said the Commission, with the present relatively low rates of 
the barge line, and their trend being downward, together with 
the fact that usually time was not an element in the movement 
of grain, had influenced the applicant to seek this relief as the 
only means by which it could continue to compete with the 
barge line. 

After pointing out the contentions of the applicants in sup- 
port of the application, the Commission said it quite generally 
had denied fourth section relief where the proposed rates 
yielded less than 5 mills a ton a mile and cited Grain and 
Grain Products to Florida, 197 I. C. C. 441. 

“The proposed rates from Chicago, Peoria, Havana, St. 
Louis, Cairo, and Memphis as origins to St. Louis, Cairo, Mem- 
phis and New Orleans as destinations, are not compensatory,” 
said the Commission. “The revenue yield of 23 rates considered 
as typical would range from 3.43 to 6.8 mills per net ton-mile. 
This range embraces 13 rates which would yield under 4 mills 
per net ton-mile; 6 rates would yield from 4.02 to 4.76 mills; 
and only 4 rates would yield in excess of 5 mills, or from 5.64 
to 6.8 mills.” 

In discussing the situation it said was presented by the 
application, the Cmmission had the following to say: 


Applicant would not cancel the present rates. Their continuance 
is principally to preserve the existing transit privileges which have 
grown up during the years the present relations have applied. No 
transit is contemplated in connection with the proposed rates. Under 
such an adjustment two concurrent sets of rates on grain would be 
in effect between the same points and their alternative application 
would depend upon whether a shipment required transit. Transit is 
not accorded under the competitive water rates to which the pro- 
posed rates would be related. Applicant, however, does not commit 
itself definitely to this plan, being mindful of the fact that unfore- 
seen circumstances may arise to necessitate transit in connection 
with the proposed rates if they were established. 

A restriction considered necessary by the protestants to place 
the application of the proposed rates on a parallel basis with the 
barge line rates, would be to provide against the use of the former in 
combination with the proportional rates to interior points beyond the 
Mississippi River crossings. The Commission found the discontinu- 
ance of those proportionals justified on ex-river grain in I. & S. No. 
3928, Ex-River Grain from St. Louis to the South, 203 I. C. C. 385, 
decided subsequent to the hearing in the instant case. The purpose 
of the restriction here, as in that case, would be to minimize the 
equally disruptive effect which the low proposed rates would have 
on the present equalized grain rate structure, and to confine the pref- 
erence created under them so far as possible to local points. The un- 
regulated water carrier in each instance published very low rates. 
In this case applicant urges that rates yielding slightly more than 
3 mills per ton-mile are necessary to meet the competition of the 
water carrier. 

If we had jurisdiction over minimum rates of water carriers we 
could require a reasonably compensatory adjustment of rates and 
prevent such situations as here are presented. We have sought that 
authority at the hands of Congress, but the act has not been amended 
in that respect. Therefore, as was said by the Supreme Court in 
United States vs. Missouri Pacific R. Co., 278 U. S. 269, ‘“Inconvenience 
or hardships, if any, that result from following the statute as written 
must be relieved by legislation.” 

While the applicant expressed a willingness at the hearing to 
restrict the rates to interior points on its own lines, some doubt was 
raised as to the adoption of similar restrictions by its connecting 
lines. Without identical action being taken by all connections be- 
yond the various Mississippi River gateways, the opportunity would 
exist for one or more connections serving a particular gateway to 
apply their proportional rates in combination with the proposed rates. 
This would give added preference to a favored gateway and extend 
that preference to points beyond served by those connections. 


The Commission said the protesting carriers west of the 
Mississippi River asserted that if the proposed rate were es- 
tablished, the present relationship of the Missouri River mar- 
kets with, for example, Peoria and Chicago, could be restored 
only by a general reduction in their rates to the southwest, 
including New Orleans. Continuing, it said: 


Without fourth-section relief, this would entail general reduc- 
tions in their rates to intermediate points as well as to the secon- 
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dary markets of the southwest, which would be attended by wy, 
compensated losses in revenues greatly in excess of any possible ag. 
vantage to be derived by applicant, and which the west Side carrie, 
can ill afford. 

Applicant stated that it would undertake to obtain concurreny 
from connecting lines so to restrict the proposed rates as to CAlige 
the least possible disruptive effect on the present grain rate stry. 
ture. Applicant’s plan for tariff restrictions limiting the application 
of the proposed rates was based, in part, on the report of the Com. 
wnission in Divine vs. Michigan C. R. Co., 198 I. C. C. 39. The fing. 
ings there were reversed subsequent to hearing of the instant cay 
in 210 I. C. C, 95, and upon argument it was conceded on behalf of 
applicant that it would be unable so to limit the proposed rates q 
to prevent wholesale disruption of the grain rate structure throug. 
out the comprehensive territory in question. Mature consideratigy 
of the comprehensive record herein is persuasive that the disruptiy 
effect of the proposed rates would be far-reaching, and the relig 
sought well could be denied on that premise alone. However, appj. 
cant has failed to show with any degree of certainty that the raty 
proposed would be reasonably compensatory. Clearly, the proposeg 
rates would prefer unduly Memphis as a gateway to the Southeag 
and Mississippi Valley territory, to the disadvantage and undue pre. 
judice of other Mississippi and Ohio rivers gateways. 


Concurring, Commissioner Splawn said: 


I concur in the denial of the fourth section relief sought. It js 
not clear that the proposed rates are compensatory. Furthermore, 
I believe that the granting of the relief would be contrary to the de. 
clared policy of Congress ‘“‘to promote, encourage, and develop wate 
transportation, service and facilities in connection with the commerce 
of the United States, and to foster and preserve in full vigor both 
rail and water transportation.” 


RAIL-OCEAN-RAIL RELIEF 


Revised and extended fourth section relief over rail-ocean- 
rail routes through Boston, Mass., and New York, N. Y., and 
New Orleans, La., to destinations in Louisiana and Mississippi 
has been granted by the Commission, division 2, in fourth see. 
tion application No. 15779, ocean-rail rates to Louisiana and 
Mississippi and fourth section application Nos. 14668 and 14671, 
Ocean-Rail Rates from Atlantic Seaboard Territory, 196 I. C. ¢. 
443, and 204 I. C. C. 460, the latter being on further considera. 
tion. 

In fourth section order No. 12118, based on the title applica- 
tion, Agwilines, Inc. (Clyde-Mallory Lines), and other carriers 
parties thereto, are authorized to establish and maintain joint 
class rates, and commodity rates which bear a uniform per 
centage relation to the class rates, from points in Maine, Massa- 
chusetts, New Hampshire, Rhode Island and Vermont, to points 
in Mississippi and Louisiana east of the Mississippi River over 
rail-ocean-rail routes through Boston, and New Orleans, the 
same as the rates contemporaneously in effect from and to the 
same points over rail-ocean-rail routes through New York ani 
New Orleans; and class rates, and commodity rates which bear 
a uniform percentage relation to the class rates, from Boston 
to points in Mississippi and Louisiana east of the Mississippi 
River over ocean-rail routes by way of New Orleans, which 
reflect the same differentials under the rates from and to the 
same points over ocean-rail routes through south Atlantic ports 
as are reflected in the corresponding rates contemporaneously 
in effect from New York to the same destinations; to establish 
and maintain on classes and commodities taking rates made 4 
uniform percentage of the corresponding class rates, propor: 
tional rates from Boston to points in the destination territory, 
which, when added to the rates of the rail carriers from it 
terior points in the origin territory to Boston will produce total 
rates from and to the points and over the routes of applicants 
through Boston and New Orleans, before described, the same 
as those contemporaneously in effect over rail-ocean-rail routes 
through New York and New Orleans and to establish and mail- 





tain higher rates from, to, and between intermediate points. | 


That relief is subject to the condition that the rates from, to, 
and between the higher-rated intermediate points shall not ex 
ceed rates constructed on the same bases, or the lowest com- 
bination of rates subject to the interstate commerce act. 
The relief is further conditioned that such authority shall 
not apply to routes embracing the lines or routes of rail carriers 


beyond New Orleans over which relief from the long-and-short- 


haul part of section 4 is not authorized with respect to class 
rates between that port and the same interior destination. | 

In second supplemental fourth section No. 11372, ocean-rail 
rates from Atlantic seaboard territory, the Commission has 
modified the first ordering paragraph of fourth section order No. 
11372, dated September 21, 1933, as modified by supplemental 
order of October 22, 1934, so that the applicants in Nos. 14668 
and 14671, Southern Pacific Steamship lines (Morgan Line) and 


Clyde-Mallory lines, may establish and maintain class and com 


modity rates which bear a uniform percentage relation to the 
class rates, from points in Atlantic seaboard territory, to points 
in Mississippi and Louisiana east of the Mississippi River, ove! 
ocean-rail and rail-ocean-rail routes from or through New York 
by way of New Orleans on the following basis: (a) from points 
in the origin territory from which through water-rail rates are 
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, effect over water-rail routes from and to the same points 
hrough the south Atlantic ports, rates on the basis described 
, an appendix to that report, and (b) from points in the 
origin territory from which no through water-rail rates are in 
effect over Such routes through south Atlantic ports, rates that 
eflect differences over or under the rates from New York on 
he basis described in the appendix that are no greater or 
less, respectively, than those reflected in the all-rail rates from 
he same points on the one hand and the water-rail rates from 
New York by the routes through south Atlantic ports on the 
other, provided, that rates to points on the Gulf, Mobile & 
Northern between Jackson and Meridian and between Union 
and Newton, Miss., may be the same as those to Jackson, and 
to maintain higher rates from and to intermediate points which 
shall not exceed rates constructed on the same basis; and (2) 
to establish on classes and on commodities taking rates made a 
uniform percentage of the corresponding class rates, propor- 
tional rates from New York to points in the destination terri- 
tory hereinbefore indicated, which, when added to the rates 
of the rail carriers from points in the origin territory through 
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the de. New York, will produce total rates from and to the points 
a... and over the routes through the Gulf ports on the basis stated 
ce 


in the appendix and in subparagraph (1) (b) of this order. 

It is provided that the authority granted shall not apply 
to routes embracing the lines or routes of rail carriers beyond 
New Orleans over which relief from the long-and-short part of 
section 4 is not authorized with respect to class rates. It is 
further provided that nothing in this order shall be construed 


or both 


-Ocean- 
vy and as authority to establish proportional rates from New York 
issippi which, when added to the rail rates from interior points to 
h see. New York, will provide total rates which would exceed rates 
a and constructed on the basis set forth in the appendix and in sub- 
14671, paragraph (1) (b) of this report. 
C. ¢ The extension of territory, differential, hereinbefore re- 
sidera- ferred to, was desired so that the applicants might have au- 
thority to establish and maintain rates from points in Atlantic 
yplica- seaboard territory over rail-ocean-rail routes through New York 
rriers and New Orleans and the route of the G. M. & N. beyond, 
joint Y through Jackson and Union, Miss., to stations on the lines of 
Der: that carrier extending north and east of Jackson, through Union 
[assa- to but not including Newton, Miss., and Meridian on the basis 
oints of 27 cents, first class, uninsured, less than the rates from and 
- over to the same points over routes through south Atlantic ports, 
, the or, Where such rates were not in effect, 27 cents, first class, 
o the uninsured, less than the all-rail rates from and to the same 
- and points, observing the rates to Jackson as minimum. 
bear 
a DEPRECIATION RATES PRESCRIBED 
vhich The Commission, in No. 15100, depreciation charges of steam 
» the railroad companies, in sub-orders Nos. 514 to 585, has prescribed 
ports composite percentages of depreciation for all equipment to be 
usly observed by the carriers mentioned, in keeping their accounts. 
blish Among the depreciation percentages prescribed are the fol- 
de a lowing: 
)por- Abilene & Southern, 3.51 per cent; Atlanta, Birmingham & 
tory, Coast, 5.36 per cent; International-Great Northern, 3.9 per cent; 
1 in New Orleans, Texas & Mexico, 4.06 per cent; Pittsburgh & West 
total Virginia, 3.67 per cent; Spokane, Portland & Seattle, 3.49 per 
ants cent; Texas & Pacific, 3.31 per cent; Union Terminal Railway 
ame Co. (of St. Joseph, Mo.) 4.26 per cent; and Washington Ter- 
utes | minal Co., 2.94 per cent. 
ain- 
_ FLOYDADA GATEWAY CASE 
ex- In a report on reargument and reconsideration in No. 
om- 26070, Quanah, Acme & Pacific Railway Co. vs. Atchison, To- 
peka & Santa Fe Railway Co. et al., the Commission has 
hall affirmed its finding in the prior report, 205 I. C. C. 258, that 
ers defendants’ failure and refusal to establish through routes and 
at Joint rates applicable thereto with complainant through the 
ass Floydada, Tex., gateway was not unlawful as alleged, and has 
dismissed the complaint. The proceeding had been reopened 
-ail on petition of complainant. The original decision was made 
128 by division 4, 
No. The Commission said: full consideration of the record led it 
tal - the view that complainant had failed to show that the com- 
368 ee rates in effect over existing routes through the Floy- 
nd ada gateway were unreasonable, that the relief sought was 
m- necessary or desirable in the public interest, or that defend- 
he ants’ actions complained of resulted in discrimination. 
. be Commissioner Lee, dissenting, said in his opinion it would 
x lle Pag public interest to establish routes via the Quanah 
" oauae such routes were not unduly circuitous. He said he 
ae adoption of a circuity formula which would be just and 
Proper in this proceeding and which would serve as a guide 


in deciding such similar cases as might be brought to the Com- 
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mission’s attention in the future. Commissioners McManamy 
and Porter joined in that dissent. Chairman Tate and Com- 
missioners Splawn and Caskie did not participate in the disposi- 
tion of the report. 


EXPORT AND IMPORT RATES 


The Commission, in fourth section application 15394, export 
and import rates from and to Gulf ports, and applications joined 
with it, in fourth section order No. 12121, has denied applica- 
tions of railroads serving New Orleans for authority to establish 
and maintain export, import, and coastwise rates between in- 
terior points in Texas, on the one hand, and New Orleans and 
points taking the same rates, on the other, without regard to the 
long-and-short haul part of section four. The New Orleans 
lines asked for relief so as to equalize the Louisiana ports with 
the Texas ports. Equalization existed for many years prior to 
the Commission’s decision in the so-called Galveston equaliza- 
tion case, the decision in which was invalidated by the Supreme 
Court in Texas and Pacific vs. United States, 289 U. S. 627. 
Commissioners Meyer, Porter, and Aitchison dissented. 








APPLE RATE REDUCTION 


Holding that the passing of the expiration date shown in 
suspended tariffs did not make the case moot, the Commission, 
by division 3, in a report written by Mr. McManamy, in I. and 
S. No. 4098, apples from the Pacific coast to Illinois, Indiana 
and south, has found justified a proposal to extend a $1 rate 
on fresh apples from north Pacific coast territory to destina- 
tions in Illinois, Indiana, and a part of southern territory. The 
order of suspension has been vacated and the proceeding dis- 
continued. 


In schedules dated to become effective May 13 and 14, 1935, 
and to expire June 30, 1935, transcontinental carriers propose 
to extend a $1 rate to points in transcc.utinental groups C and 
C-1. Representative points in those territories to which the 
rate would apply, the report said, were Mobile, Demopolis, and 
Birmingham, Ala., Meridian, Columbus and Aberdeen, Miss., 
and Pensacola, Fla. These schedules would extend the area 
of the $1 rate so as to include the groups mentioned, making 
those groups, in a rate sense, the same as groups D to J. The 
$1 rate was originally established to the groups D to J territory 
April 3, 1935, dated to expire June 30, 1935. It was established 
to induce the movement of a large crop of apples in the north 
Pacific coast territory. At the hearing the carriers said it had 
not been their intention to continue the suspended rate after 
June 30 if the rate of $1 to the Mississippi River crossings and 
other points in group D east thereof was not extended beyond 
that date. 


Although it was not intended to extend that $1 rate when 
the suspended schedules were filed, the carriers changed their 
minds and obtained special permission to continue it until June 
30, 1936. It was in connection with that extension that the 
Commission in this case said the passing of an expiration date 
did not make a case moot. The St. Louis-San Francisco asked 
the Commission to proceed with the case for the reason that 
the transcontinental railroads intended to establish the $1 rate 
in new schedules unless the earlier established $1 rate was 
found unlawful. 


Most of the southern railroads, the Virginia State Corpora- 
tion Commission, and state horticultural societies of Virginia 
and West Virginia objected to the proposed retention of the 
$1 rate. The transcontinental lines took the position that the 
suspended rate was necessitated by competitive conditions and 
that it was not unreasonably low, yielding, as it did, ton-mile 
revenues ranging from 7.3 to 8.18 mills and car-mile earnings 
ranging from 13.5 to 14.98 cents. The objecting horticultural 
interests contended that they, too, had an oversupply of apples 
which they had found difficulty in marketing in competition 
with apple growers in the north Pacific territory. The southern 
railroads feared approval of the rate would result in a spread 
of the reduced rates throughout their territory. 


The Commission said that since the time of the decision 
in Virginia State Horticultural Society vs. A. & R., 169 I. C. C. 
295, November, 1930, the southern railroads had found it neces- 
sary to make rate reductions to considerable portions of their 
territory to meet truck competition. it said that in the territory 
relatively close to points of production the rates had been re- 
duced to ninth class, 25 per cent of first class, and to more dis- 
tant territory, to eighth class, 30 per cent of first class, giving 
the protestants low rates. It was also testified, said the report, 
that trucks which hauled citrus fruits and vegetables from 
Florida to the north, on their return transported apples to 
southern cities at low rates. 
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COMMISSION REPORTS 


Lumber 


Fourth section application No. 15351, lumber from Virginia, 
West Virginia, and Maryland. By division 2. Authority granted, 
in fourth section order No. 12117, to parties to Chesapeake & 
Ohio I. C. C. Nos. 11190 and 11263, and the Norfolk & Western 
I. C. C. Nos. 8513 and 8565, to establish and maintain, on lumber 
and other forest products taking the same rates, points in the 
Virginias, and Maryland, to points in trunk line, New England, 
and central territories, over their routes, the lowest rate ap- 
plicable from and to the same points over any route without 
regard to the long-and-short haul part of section 4, subject to 
circuity earnings limitations. The limitations are that where 
the distance over the short line or route is 160 miles or more, 
the relief shall apply to circuitous lines or routes not more than 
60 per cent circuitous, in connection with rates which produce 
not less than 6 mills a ton mile for the actual distances over such 
lines or routes. 


Burlap Covers 


Fourth section application No. 15836, burlap covers with box 
material in the southwest. Parties to Johanson’s I. C. C. Nos. 
2439, 2325, 2324, 2536, 2466, 2250 and 2656 and individual lines’ 
tariffs, authorized, in fourth section order No. 12119, to estab- 
lish rates, burlap covers or tops, in mixed carloads with box 
material, from, to and between points in southwestern territory, 
when the weight of the covers do not exceed 5 per cent of the 
weight of the box material, without observing the long-and-short 
haul part of section 4. 


Cattle and Sheep 


No. 26696, Public Service Commission of Nevada for live- 
stock growers of Nevada et al. vs. Southern Pacific et al. By 
division 3. Dismissed. Rates, cattle and sheep, Nevada points 
of origin to California destinations, together with feeding-in- 
transit and out-of-line haul charges applicable thereto, not un- 
reasonable or unduly prejudicial. In a complaint filed August 4, 
1934, a general reduction of 25 per cent in the rates, the Com- 
mission said, was sought, the reduction being based partly on 
economic conditions, 


Water-Damaged Cotton 


No. 26971, McCallum & Robinson, Inc., vs. A. T. & N. et al. 
By division 2. Rate charged, 49 cents, 100 pounds, water-damaged 
cotton in compressed bales, carloads, Mobile, Ala., to Memphis, 
Tenn., shipped May 20, 1933, unreasonable to the extent it ex- 
ceeded 37 cents, minimum 30,000 pounds. Reparation awarded. 


Iron and Steel Articles 


No. 26374, Omaha Chamber of Commerce Traffic Bureau 
et al. vs. A. T. & S. F. et al., embracing also No. 26398, Com- 
merce Association of Aberdeen vs. Same. By division 3. Dis- 
missed. Rates, iron and steel articles, in carloads, Chicago, II1., 
Milwaukee, Wis., St. Louis, Mo., Duluth, Minn., and points taking 
the same rates, to Omaha, Neb., Sioux City, Ia., and Sioux Falls 
and Aberdeen, S. D., not unduly prejudicial or otherwise unlaw- 
ful. Rates on same commodities, in less than carloads, be- 
tween points in western trunk line territory not shown to be 
unduly prejudicial. Commissioner Lee noted a dissent. 


Petroleum 


No. 26530, Ace Petroleum Co. et al. vs. A. T. & S. F. et al. 
By division 2. Dismissed. Rates, refined petroleum products, 
including fuel and other low grade oils, from the southwestern 
producing field to Colorado common points and points in south- 
western Colorado, not unreasonable or unduly prejudicial. 


Paper to the Southwest 


Fourth Section Application No. 15799, paper to the south- 
west. By division 2. By fourth section order No. 12123, carriers 
parties to J. E. Johanson’s I. C. C. Nos. 2506, 2602, 2606, 2011, 
and 2507, having circuitous lines or routes, authorized to estab- 
lish on paper and paper articles as described in item No. 1199-E 
of supplement No. 57 to J. E. Johanson’s I. C. C. No. 2531, in 
carloads, from points in western trunk line, central, and south- 
western territories and the Port Arthur, Ont., Can., group to 
points in Arkansas, Louisiana, Oklahoma, and Texas, rates the 
same as the contemporaneous rates in effect on like traffic over 
the corresponding direct lines or routes from and to the same 
points in instances where the rates over such direct lines or 
routes are constructed on the bases prescribed or approved from 
and to the same points on the same commodities in Consolidated 
Southwestern Cases, 139 I. C. C. 535, Cities of Marshall and Jef- 
ferson vs, T. & P., 85 I. C. C. 115, and Minnesota & Ontario 
Paper Co. vs. N. P., 66 I. C. C. 571, or, as to points not em- 
braced in those proceedings, are properly related to the pre- 
scribed or approved rates. The authority is subject to conditions 
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with respect to rates which exceed those constructed on th 
basis prescribed or approved on the same commodity from ay 
to the same points in any decision of the Commission or Properly 
related rates, combination of rates, intermediate points and 
circuity limitations. 

Steel Rails 


Fourth section application No. 15123, rails and crossties jy 
official territory. By division 2. Official classification territory 
lines authorized, in fourth section order No. 12116, to establis, 
rates, light iron and steel rails and crossties, in straight » 
mixed carloads, from Bessemer, Carnegie, Johnstown, Koppel, 
Newberry, Pittsburgh and Williamsport, Pa., Weirton, W. Va, 
and Newark, O., without observing the long-and-short-haul pry. 
visions of section 4, to all destinations in West Virginia, eXcept 
stations on the B. & O. from Harper’s Ferry to Patterso, 
Creek; from Millville to Summit Point; from Plainfield t 
Wheeling; and from Point Mills to Wheeling, and except sta 
tions on the Pennsylvania from Bedington to Ridgeway, anj 
from Collier to Benwood and except stations on the Winches 
ter & Wardensville, the lowest that may be constructed o 
like traffic over any line or route on the basis prescribed jn 
Buckeye Rolling Mill Co. vs. B. & O., 159 I. C. C. 43, 172. 6. 
573, subject to the following conditions. Relief shall not ap 
ply over any routes to rates less than 75 per cent of rates 
constructed on the basis described in the reports made a part 
hereof for the distance over such routes; rates from and t 
higher-rated intermediate points shall not exceed rates cop 
structed on the basis described in the reports referred to or 
made a part hereof; and rates from and to intermediate points 
shall in no case exceed the lowest combination of rates. 


Rates from Gulfport, Miss. 


Fourth section application No. 15790, Gulfport, Miss., ex 
port, import and coastwise rates. By division 2. By fourth 
section order No. 12125, Illinois Central, Yazoo & Mississippi 
Valley and Gulf & Ship Island for themselves and on behalf 
of the Fernwood, Columbia & Gulf and the Mississippi Central 
authorized to establish on classes and commodities between 
Gulfport, Miss., on the one hand, and stations on the Gulf & 
Ship Island, Fernwood, Columbia & Gulf and Mississippi Cen- 
tral, and connecting parties to the application rates the same 
as those contemporaneously in effect on like traffic between the 
same points and New Orleans, La., and to maintain the pres- 
ent higher rates to and from intermediate points subject to 
the condition that the rates to and from higher-rated interme 
diate points shall not be increased, except as may be author- 
ized by the Commission and shall in no case exceed the lowest 
combination of rates and that the relief shall not apply to rates 
over any route which yield on the basis of the lowest minimum 
weight on the respective classes and commodities to which they 
apply, earnings based on the distance over the said route of 
less than 5 mills a ton-mile where the carload minimum weight 
is 40,000 pounds or more, and 10 cents a car-mile where the 
carload minimum weight is less than 40,000’pounds. The Com 
mission said granting of the relief sought would maintain the 
status and adjustment of rates as they were prior to the ac 
quisition by the Illinois Central, through a subsidiary of control 
of the Gulf & Ship Island and abandonment of the branch line 
of the Gulf & Ship Island extending from Columbia, Miss., t0 
Maxie, Miss. 


Reparaton on Hogs 


No. 22378, Romeo Stores Co. et al. vs. Union Pacific et al. 
By division 5. On further hearing A. T. & S. F. directed to 
pay reparation of $757.10, plus interest, to Standard Packing 
Co. on account of unreasonable rate charged on hogs from St. 
Joseph, Mo., to Los Angeles, Calif., under findings in prior re 
ports, 179 I. C. C. 508, 185 1. C. C. 1, 194, I. C. C. 621. 


Plumbing and Electrical Materials 


Fourth section application No. 15899, plumbing and elec 
trical materials from Sheboygan, Wis. By division 2. By fourth 
section order No. 12120, carriers parties to Jones’ I. C. C. No. 
2669, authorized to establish, during the season of navige 
tion each year on the Great Lakes and Erie Canal as published 
in applicants’ tariffs, for the transportation of bathroom and 
lavatory fixtures; boilers, iron or steel, heating or powel: 
plumbers’ goods, china or earthenware, or iron or steel; fittings, 
n. 0. i. b. n., for bathtubs, drinking fountains, lavatories, laut 
dry tubs, shower baths, sinks, urinals, water closets or water 
closet tanks; radiators, hot water or steam, iron; water closet 
seats; electric appliances, viz., generators; engines and switch- 
boards combined, engine cooling tanks attached or detached; 
and storage batteries, in carloads, minimum 36,000 pounds, 4 
rate of 45 cents a 100 pounds, from Sheboygan, Wis., to Balti 
more, Md., Bayonne, Hoboken, Jersey City, Newark and Wee 
hawken, N. J., New York, Long Island City, Brooklyn and TomP 
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‘insville, N. Y., Philadelphia, Pa., and Boston, Mass., and to 
maintain higher rates from, to and between intermediate points, 
subject to intermediate, combination and circuity limitations. 

ne Commission said the relief sought was based on water com- 
petition over the Great Lakes and Erie Canal and the relief was 
sranted on that basis. 
F Grapefruit 


No. 26739, Wolfe Fruit Co., Ltd., et al. vs. B. S. L. & W. 
et al. By division 2. Rate, $1.875 grapefruit, points in Texas 
to Montreal, Que., Can., inapplicable. Applicable rate found to 
be $1.58. Complainant found entitled to reparation. The Com- 
mission held that it had jurisdiction to determine the issue 
raised by the complaint. 

Live Poultry 


No. 26709, Pacific Commonwealth Corporation vs. C. B. & Q. 
et al. By division 2. Dismissed. Rates, live poultry, points 
in Nebraska and other territory west of the Missouri River to 
destinations in California found applicable. Applicable rates 
not shown to have been unreasonable. In addition to certain 
incidental charges not assailed a commodity rate of $3.30 a 
100 pounds, minimum 18,000 pounds, was charged. Complainant 
contended that the third class rate of $3.08 was applicable and 
that the rate charged was unreasonable to the extent it ex- 
ceeded the class rate. Commissioner Aitchison, dissenting, said 
in his judgment the class rates, plus applicable charge for stops 
in transit for additional loading, represented the maximum basis 
of reasonable charges on the traffic involved. 


Corn 


No. 26817, Globe Grain & Milling Co. vs. C. B. & Q. et al. 
By division 2. Combination of rates of 76 cents found appli- 
cable on carload of whole corn made up of tonnage which had 
originated at Exeter and Stromsburg, Neb., which was shipped 
from storage at Council Bluffs, Ia., to Los Angeles, Calif., and 
there reconsigned to Monrovia, Calif., and applicable rates and 
provisions of transit tariffs relating to storage of grain at Coun- 
cil Bluffs held not shown to be unreasonable or unduly prejudi- 
cial, Shipment found misrouted. Waiver of collection of the 
difference between the charges at the applicable rates and those 
at the joint rate of 61 cents authorized. The Commission said 
the joint rate of 61 cents would have applied to the entire haul 
had the shipments moved from Los Angeles to Monrovia over 
the Southern Pacific. 


Metal Poultry Coops 


No. 26832, Ottumwa Chamber of Commerce vs. C. & N. W. 
et al. By division 2. Dismissed. Applicable carload rates, 
metal poultry coops, other than shipping, from Ottumwa, Ia., to 
Watertown, S. D., and Butterfield, Minn., not unreasonable as 
to shipments between July 11 and August 4, 1931. Rates of 
91 cents to Butterfield and $1.06 to Watertown were charged. 
The Commission said the applicable rates over the routes of 
movement were combinations of $1.09 to Butterfield and $1.315 
to Watertown. Over other routes there were rates of 83.5 cents 
to Butterfield and $1.06 to Watertown. The Commission said 
the existence of lower rates over other routes was not of itself 
sufficient evidence to prove unreasonableness of the rates as- 
sailed. Commissioner Aitchison dissented. 


Evaporated Milk, Etc. 


No. 26837, Sheffield Condensed Milk Co., Inc., vs. B. & M. 
et al. By division 5. Rates, evaporated milk and skim-milk 
powder, carloads, Walton and New Berlin, N. Y., to points in 
New England and eastern trunk line territories, unreasonable 
to the extent they exceeded the rates from and to the con- 
sidered points established on September 8, 1932. Shipments 
In question were made between August 1 and September 3, 
1932, Reparation awarded. 


Scrap Iron 


No. 26973, Henry Solomon Coal & Iron Co. vs. I. C. et al. 
By division 3. Dismissed. Rate charged, scrap iron, Monroe, 
Wis., to South Chicago, Ill., between March 15 and April 25, 
1934, not unreasonable. 


Empty Tin Cans 


Quan Iowa Canning Co. vs. C. & N. W. et al. By 
deo Ce 2. Rate, empty tin cans, carloads, Chicago, IIl., to 
dub ity, Ia., charged in July, 1933, unreasonable, but not un- 
+ Y prejudicial to the extent it exceeded 48.5 cents. Repara- 
1on $48.19 awarded. Commissioner Mahaffie noted a dissent. 


Sole Leather 


By Pon 26857, Pine Grove Tanning Co. vs. Reading Co. et al. 
ro oo 5. Applicable rates, 68 cents prior to June 20, 1932, 
cents thereafter, sole leather, carloads, Pine Grove, Pa., 


No. 26923, 


The Traffic World 


PAGE 975 


, 





to Boston, Brockton, and Campello, Mass., unreasonable in the 
past to the extent they exceeded 38 cents. Waiver of outstand- 
ing undercharges authorized. Reparation of $1,505.83 awarded. 


Bituminous Coal 


Fourth section application No. 15648, coal from Kentucky, 
Tennessee, and Virginia. By division 2. Louisville & Nashville 
and the Illinois Central authorized, in fourth section order No. 
12124, to establish and maintain, on bituminous coal, mines on 
the L. & N. in Kentucky, Tennessee and Virginia to destinations 
on the Illinois Central in Illinois over their route through Evans- 
ville, Ind., rates the same as those contemporaneously in effect 
over the direct lines or routes provided that the rates do not 
exceed the lowest combination and that the authority herein 
granted shall not include intermediate points as to which the 
haul of the petitioning line or route is not longer than that of 
the direct line or route between the competitive points. 


Rags and Waste Paper 


Fourth section application No. 15342, rags and paper to 
Lockport and North Tonawanda, N. Y. By division 2. Supple- 
mental report. Applicants mentioned in the prior report, 200 
I. C. C. 425, authorized in supplemental fourth section order 
No. 11538, to maintain a rate of 20 cents not subject to the 
emergency charge on rags (except machinery wiping rags) 
and scrap or waste paper (not sensitized), including scrap or 
waste fibreboard, pulpboard or strawboard and scrap rope, old 
directories, magazines or pamphlets, and old newspapers folded 
flat, carloads, minimum 30,000 pounds, from New York City sta- 
tions and New York lighterage points to Lockport and North 
Tonawanda in the period of navigation each year on the Erie 
Canal and to continue higher rates at intermediate points, the 
higher rates to intermediate points to be subject to the emer- 
gency charge. This change was made to eliminate the sur- 
charge on traffic between New York lighterage points and North 
Tonawanda and Lockport so as to meet the competition of the 
canal lines which did and do not impose the emergency charge. 


Coke 


Fourth section application No. 16012, coke to Louisville, 
Ky. By division 2. Norfolk & Western and Chesapeake & Ohio 
authorized, in fourth section order No. 12127, to establish a 
rate of $1.89 a net ton on coke, coke breeze, coke dust, and coke 
screenings, in straight or mixed carloads, from New Boston 
and Ironton, O., to Louisville, Ky., over their route without 
observing the long-and-short-haul part of section 4. The relief 
was requested so as to enable the carriers mentioned to meet 
water competition by three companies operating barges on the 
Ohio, the water rate being $1.60 a ton. 


Talc 


No. 26907, W. H. Loomis Talc Corporation et al. vs. Balti- 
more & Ohio et al. By division 4. Charges, talc, over inter- 
state routes from Emeryville, N. Y., to various points in official 
territory not exceeding those that would have accrued had 
charges been based on rates equivalent to 22.5 per cent of the 
corresponding contemporaneous first class rates, minimum 60,000 
pounds, applicable when the shipments moved between October 
11, 1932, and October 18, 1933, not unreasonable. Charges on 
shipments over interstate routes which exceeded those that 
would have accrued had charges been based on rates equivalent 
to 22.5 per cent of the corresponding contemporaneous first class 
rates, minimum 60,000 pounds, unreasonable to that extent. 
Reparation awarded. 

Liquid Asphalt 


No. 26900, Texas Co. vs. A. T. & S. F. By division 5. Rate 
charged, 16.5 cents, liquid asphalt, in tank cars, Tulsa, Okla., 
to Lyndon, Kan., in August and September, 1932, inapplicable. 
Applicable rate, 31.5 cents, unreasonable to the extent it ex- 
ceeded 21 cents. Waiver of undercharges for the difference 
between 21 and 31.5 cents authorized. Commissioner Splawn, 
concurring in part, expressed the opinion that the rate was un- 
reasonable to the extent it exceeded 16.5 cents, a rate which, 
he said, was in effect both prior and subsequent to the period 
in which the shipments moved. 


APALACHICOLA NORTHERN BONDS 


The Commission, by division 4, in Finance No. 5260, Apala- 
chicola Northern Railroad Co. bonds, has denied the supple- 
mental application of that carrier for authority to extend, from 
September 15, 1935, to September 15, 1940, maturity of $2,000,000 
of first mortgage 5 per cent gold bonds. Previous reports in 
this case have been in 111 I. C. C. 215 and 170 I. C. C. 72. In 
the previous reports extensions of the maturity date of these 
bonds were made from 1925 to 1930 and from 1930 to 1935. 

While no objection was made to this application, made by 
the receivers of the carrier, the Commission deemed further 
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extension not to be in the public interest. It pointed out that 
matured and unpaid interest on these bonds amounted to $2,- 
271,599.99. The Commission said the annual reports of the 
applicant and of the receiver for the 5-year period 1930-34, 
indicated that the average annual earnings for that period were 
insufficient to meet operating expenses, taxes, and other costs 
by approximately $19,140. The history of the applicant, the 
Commission said, indicated that it was incorporated in May, 
1903, began operations in July, 1907, and that in the same month 
a receiver was appointed, the receivership continuing until 
October, 1908. Then the properties were restored to the appli- 


cant. A second receivership extended from May 27, 1914, to 
February 21, 1916. The present receivership was begun May 
28, 1932. 


“In view of the history of the applicant and the successive 
receiverships,” said the Commission, “it does not appear that 
it would be able to earn the interest on the bonds if they were 
extended as proposed, and therefore we are unable to make the 
statutory finding required, that the extension thereof would be 
compatible with the public interest. 

“A receivership ought to result in the elimination or in 
such lightening of the burden of fixed charges as will enable 
the reorganized property properly to perform its duty as a Car- 
rier. The extension of matured bonds on which there is a large 
accumulation of unpaid interest does not tend to that result.” 


NEW HAVEN TRUSTEES 


With Commissioner Meyer objecting to ratification of the 
appointment of James Lee Loomis, president of the Connecticut 
Mutual Life Insurance Company, of Hartford, Conn., because he 
did not think a property the size of the New Haven required 
three trustees and because Loomis had interests that required 
“able representation” before the trustees that Loomis could 
give, the Commission, by division 4, in Finance No. 10992, New 
York, New Haven & Hartford Railroad Company reorganization, 
has ratified the appointment of Howard S. Palmer, president of 
the New Haven; W. M. Daniels, Yale University professor and 
formerly a member of the Commission, and Mr. Loomis as 
trustees of the debtor company The ratification of Mr. Palmer’s 
appointment was made subject to the condition that he receive 
from the debtor estate only the compensation for his services 
as trustee to be fixed as prescribed by law. This was done 
because Mr. Palmer will remain as president of the corporation 
and the Commission holds in such instances that the officer 
should not be paid a salary by the corporation in addition to 
the compensation received as trustee. 


Mr. Loomis, according to the report, said he did not own 
any of the New Haven’s securities although he was financially 
interested in concerns holding substantial amounts thereof. 
His appointment as trustee, said the report, was suggested in 
behalf of numerous life insurance companies holding bonds 
of the New Haven exceeding in the aggregate $58,000,000. His 
appointment also was concurred in by counsel for savings banks 
holding additional bonds of the debtor in the amount of $41,- 
500,000. It thus appeared, said the report, that this appointment 
was specifically desired by holders of approximately 41 per cent 
of the debtor’s funded debt. It added that no parties appeared 
in court in opposition to the appointment. 


On the subject of the appointment of three trustees and of 
Mr. Loomis, the Commission said: 


In section 77 there is clear evidence of the purpose that reor- 
ganizations should be carried out and accomplished with strict 
economy. The number of trustees to be appointed in any proceeding 
should be no more than those needed for the efficient and impartial 
administration of the affairs of the company in process of reorgani- 
zation. If we were to consider only the extent of its lines and the 
volume of its operations, it would seem that no more than two trus- 
tees for the New Haven are justified. In view, however, of the com- 
plexity of the problems necessarily presented by its somewhat com- 
plicated financial structure, and particularly its participation in 
other than carrier operations, it well may be that an additional trus- 
tee is desirable. We deem it important also that trustees should be 
independent and impartial in the performance of their duties, and 
that ordinarily they ought not to be appointed or ratified on the 
ground that they would be expected as trustees to represent the in- 
terests of particular groups of stockholders, bondholders, or other 
creditors, or any private interest in the proceeding. In this in- 
stance, however, in view of the unanimity of view expressed at the 
hearing before the court when the names of Palmer and Loomis 
were presented, and of the persuasive reasons stated by the court 
in its opinion for their appointment, as well as the appointment of 
Daniels, and in view of the undoubted qualifications of the three ap- 
pointees, we have reached the conclusion that we should ratify the 
appointments as made by the court. 


Commissioner Meyer said he was entirely satisfied with 
respect to Mr. Loomis’ high qualifications, and that he had not 
the slightest reservation regarding his character and ability. 
However, said he, the interests he represented required able 
representation before the trustees and “this he can give them.” 

“Loomis expects to continue as president of one of the 
large creditors while acting as trustee,” said Mr. Meyer. “Neces- 
sarily the interest of that creditor may conflict with that not 
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only of other creditors but of the stockholders. He may , 
able, notwithstanding, to be fair to all interests but | Woulj 
not join in placing such a burden on him.” 















UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10886, Sylvania Central Ry, ¢, 
Control, and F. D. No. 10888, Sylvania Ry. Co. Stock, (1) authorizing 
the acquisition by the Sylvania Ry. Co. of control, by lease, of the 
railroad property of the Sylvania Central Ry. Co.; and (2) authorizing 
the Sylvania Ry. Co. to issue $1,200 of capital stock, consisting af 


SO 


12 shares of the par value of $100 a share, to be sold at par ang the ELIEF 
qroowete used for the applicant’s general corporate purposes, ap. No. 13 
proved. 

Report and certificate in F. D. No. 10991, Chicago & North West. mended bs 
ern Ry. Co. Abandonment, permitting the Chicago & North Weste,immwhich Was 
Ry. Co. and its trustee to abandon a branch line of railroad in [jp. joned sho 
coln_ County, Wis., approved. - in 1 

Report and certificate in F. D. No. 10990, Buffalo & Susquehany, qqmpoimts 12. 
Railroad Corporation et al. Abandonment, permitting (a) the Buffaly Findi 
& Susquehanna Railroad Corporation to abandon part of a branch li, ‘Eee 203 


of railroad in Potter county, Pa., and (b) the Baltimore & Ohio Raj. 
road Company to abandon operation thereof, approved. 


FINANCE APPLICATIONS 


Finance No. 11025. Chicago, Milwaukee, St. Paul & Pacific Raj. 
road Co. asks permission to abandon its operation between Channing 


adjustmen 
modificati« 
to present 
to finding 
the purpo' 





and Escanaba, Mich., a distance of approximately 63.5 miles, ove undue res 
the Escanaba & Lake Superior Railroad Co. held under lease expjr. nould be 
ing in 1951; and authority to join with the Chicago & North Westen sno 4 
for a pooling of iron ore traffic from the Menominee range to Gree Nos. 3, 
Bay near Escanaba over the C. & N. W. tracks and those of th modified 
Escanaba, Iron Mountain & Western Railway Co. as proposed i nd betws 
Docket No. 26903. This application was filed on account of the denial . 1 
by the Commission, division 6, in that case of the pooling arrangement. As § 
The denial was made without prejudice because the C. M. St. P. é the effect 
P. had not asked authority to abandon operations over the Escanalha ateways 
& Lake Superior between Channing and Escanaba. The applicant 5 
said that if it was to continue transporting ore to its docks at Es. the one 
canaba as it had been doing since 1900, it had to construct a new dock Kansas, ' 
at Escanaba at the estimated cost of $1,000,000 and an annual cost receivers 
of $110,000. The applicant said that even if it were required to con- and 
tinue the minimum rental mentioned in the lease of the Escanaba pers 
& Lake Superior the pdoling arrangement proposed would result in that the 
Savings to it of approximately $100,000 a year. distance 
Finance No. 11027. Virginian Railway Co. asks for authority to to certai 
issue 279.550 shares of its 6 per cent cumulative preferred capital 0 ar 
stock, authorized pursuant to the amendment of May 29, 1925, to its Find 
articles of association, in exchange for a like number shares of pre- the circ! 
ferred capital stock issued under the amendment of August 30, 1922, tween 0! 
to the articles of association. The applicant said that grant of the 
authority herein sought would enable it to issue shares of its pre- south an 
ferred stock which wovld conform to its articles of association as on the 0 
amended on May 29, 1925, in exchange for and on surrender of its ortatiot 
presentlv outstanding shares of preferred stock. That amendment D 
of May 29, 1925, authorized the exchange of 5 per cent cumulative divi- and con 
dend stock for 6 per cent cumulative dividend stock. Authoritv to the one 
increase the dividend rate was granted by the Commission in Virginian line, we 
Railway Preferred Stock Dividend Rate, 72 I. C. C. 473. No certificate y 
or certificates of the preferred stock, said the applicant, as changed 9 transpol 
by the amendment May 29, 1925. had been issued in exchange for the in the 
certificates then outstanding. The holders of the 5 per cent stock reasona’ 
gave up accrued but not paid dividends in exchange for the new territori 
preferred stock, bearing the higher dividend rate. meen 
EE AT RES Sa mo 
REDUCED RATES ON LUMBER certain 
The Commission December 6 authorized southern railroads, a 
on 5 days’ notice, to reduce rates on lumber to Official Terri- a 135 
tory so as, in a measure, to restore relationship of rates broken ° “Pj 
when Pacific Coast Territory rates were cut to 72 cents to des niin 
tinations east of the Illinois-Indiana line. The reductions range pense 
from 1.3 to 17 per cent, as against reductions from Pacific Coast om. ¢ 
Territory ranging from 14.8 to 20 per cent. tenanct 
a | ie ace j id 
JONES AND RAILROADS pr aa 
Asked at his press conference Dec. 2 whether he thought centags 
there would be railroad consolidation legislation enacted at the respect 
next session of Congress, Chairman Jones, of the Reconstruc- in find 
tion Finance Corporation, said he did not know what legislation and tc 
along that line was needed. Apparently, said he, it was difficult prejud: 
to write legislation to make it easy to do the things intended favora 
—that it was a case of always getting back to the “humal those 
equation.” found 
As to the RFC aiding the railroads to purchase equipment. findins 
he said it was ready to do that. No applications for loans had on par 
been received, however. The railroads. said he, appeared to appro. 
be more interested in paying their debts than in borrowing and c 
money for new equipment. He said they wanted to increase In 
their earnings records. Eventually, said he, the railroads would, is 
of course, have to enter the equipment market. ihennh 
SE gated 
SUSPENDED TARIFFS throug 
In I. and S. No. 4160. the Commission has suspended from - rs 
December 1, until July 1, schedules published in supplement they : 
No. 4 to B. T. Jones’ I. C. C. No. 2845. The suspended schedule _— 
proposes to restrict an exception to Rule 10 of the Official it foll 
Classification, which now provides that mixed carloads of com chins« 
mon lime. agricultural lime and agricultural limestone will be — 
charged at actual weight and at the applicable rate for each ne om 
of the respective commodities, so that such exception will not rates 


apply via routes operating to or through the state of New York, 
except upon payment of the highest rate and the highest mitt 
mum weight provided for any of the articles in the mixture. 
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SOUTHWESTERN ADJUSTMENT 


ELIEF from findings Nos. 3, 4 and 27 in the original report in 
R No. 13535, consolidated southwestern cases, has been recom- 
mended by Examiner J. Edgar Smith, in a report in that case, 
which Was reopened on the question whether the findings men- 
joned should be modified to eliminate parts of Kansas or all 
ts in that state. 

Findings Nos. 3 and 4 made in the original report, 123 
1. C. C. 208, Examiner Smith said, should not apply to the present 
adjustment of the rates in Kansas and Oklahoma; nor did the 
modification thereof made in supplemental reports adapt them 
to present conditions. Finding No. 27, which, he said, related 
to findings Nos. 3 and 4 and other numbers, no longer served 
the purpose for which it was made. He said it now resulted in 

He said defendants 
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wey, ove Mi undue restraint on normal rate making. - 
. Wenn should be relieved from the obligation of maintenance of findings 
to Gree Nos. 3, 4 and 27, Further, he said, these findings should be 
S€ Of the Mm modified to the extent of exempting therefrom rates to, from, 
He acy; ag and between points in Kansas and Oklahoma. 
ngement As summarized by Examiner Smith, finding No. 3 was to 
St. P. & the effect that the class and certain commodity rates between the 
applied gateways of defined territories, and the Missouri river cities, on 
s at Es. Ma the one hand, and points in Oklahoma and certain points in 
new dock Kansas, on the other, were unduly prejudicial to shippers and 
a cist BM receivers of traffic in Oklahoma and unduly preferential of ship- 
Zscanah, ME pers and receivers at certain points in Kansas, to the extent 
result in that the rates from and to the Oklahoma points were higher, 
nority tp distance for distance, than the corresponding rates from and 
| capital to certain points in Kansas. 
5, to its Finding No. 4, Examiner Smith said, was to the effect that 
_ ion the circumstances and conditions affecting transportation be- 
t of th fae tween Oklahoma, on the one hand, and that part of Kansas lying 
its pre- south and west of the line from Superior, Neb., to Joplin, Mo., 
— its on the other, were substantially similar to those affecting trans- 
ondment portation within that part of Kansas; that the circumstances 
ve divi- and conditions affecting transportation between Oklahoma, on 
ania the one hand, and that part of Kansas lying on and east of that 
rtificate line, were different in no greater degree from those affecting 
hanged transportation within that part of Kansas than was reflected 
== in the bases of rates thereinafter prescribed or approved as 
ne new Me Teasonable maxima for application between and within the 
territories described; and that shippers and receivers of freight 
moving between Oklahoma, on the one hand, and Kansas and 
certain parts of Missouri, on the other, were in direct competi- 
roads, tion with shippers and receivers of freight within Kansas and 
Terri- the parts of Missouri in respect of commodities embraced in 
roken No, 13535. 
© des- “Finding No. 27, he said, was “that the undue prejudice and 
range preference and the unjust discrimination against interstate com- 
Coast merce set forth in findings Nos. 1 to 11, inclusive, or any of 
them, can and should be removed by the establishment and main- 
tenance, from and to the points, or within the areas, designated 
in said findings, of interstate and intrastate rates which on the 
oni classes or on individual commodities shall bear the same per- 
t the centage relations to one another as those reflected in the 
sie respective maximum reasonable rates prescribed or approved 
woved in finding No, 11 and Nos. 16 to 26, inclusive, which rates, from 
ficult and to the points, or within the areas found to be unduly 
nded prejudicial shall be subject to commodity descriptions not less 
ms favorable, and to carload minimum weights not higher than 
those maintained from and to the points, or within the areas, 
wai — to be unduly preferred; provided, that nothing in this 
had nding contained shall prevent the application of lower rates 
dt on particular commodities from and to particular points, with our 
on ee ee apPlication and showing of special circumstances 
as an conditions.” 
sald. In concluding his report, Examiner Smith said: 

Unless this rec s j slv ; $ ry 
thought of all poltionere that aadtane 8.4, og gee In 
gated as to all points in Kansas and also with respect to all points 

roughout the southwest. The application of these findings through- 

rom Z the southwest is not before us; for these petitions merely raise 
rent ear aeane whether these findings should be abrogated so far as 
ule oe fle, ss | - certain portions of Kansas, or to the entire state of 
: s obvious that with respect to Topeka and northeastern 


cial Kansas that portion of the state is entitled to the relief it asks; and 


4 it follows, that i i i 

om ae , if northeastern Kansas be granted relief, Salina, Hut- 
ra - — and Wichita should have the same relief. If this relief be 
ch pant a a good reason can be shown why the relief should not be 
a aie ed to include all Kansas. If Kansas be relieved so should the 
not a fouthwest. The granting of the relief asked would not throw 
ok. S back into the rate chaos which preceded our first report. It 


ini- 
re. 


PAGE 977 


The Traffic World 





Proposed Reports in I. C. C. Cases 





would merely place the burden of initiating rates upon the carriers 
where the burden properly should rest. Defendants will understand 
that such modifications as may here be made in these findings are 
not intended as permitting the creation of new preferences and 
prejudices. 

It is recommended that the Commission find that findings 3, 4, 
and 27 be modified to the extent of exempting the entire state of 
Kansas therefrom. 

It is further recommended that the Commission of its own notion 
find that for the future, and for the purpose of avoiding undue pref- 
erence and prejudice, findings Nos. 3, 4, and 27, as originally pro- 
mulgated and as subsequently modified, particularly as modified in 
supplemental reports 14 and 16, be modified to the extent of exempt- 
ing the defendants from strict maintenance thereof. 

Counsel for the Corporation Commission, state of Oklahoma, and 
counsel for the railroad defendants were present at the hearing. No 
evidence was introduced in behalf of defendants and very little was 
offered on behalf of Oklahoma; counsel for the Corporation Commis- 
sion of Oklahoma confining himself, in the main, to cross examina- 
tion of petitioners’ witnesses. No briefs were filed on behalf of the 
state of Oklahoma or any part thereof. No brief was filed on be- 
half of defendants. This proposed report is put out for the express 
purpose of having the parties hereto acquiesce in the presentation 
and recommendations made herein; or, by exceptions filed hereto, 
to advise the Commission of their present attitude, and the reasons 
therefor. Parties are requested to specify plain errors of fact, er- 
roneous deductions, and misapplication of law. 


PROPOSED REPORTS 


Sand Reparation 


No. 25675, Booth & Olson, Inc., vs. C. M. St. P. & P. By 
Examiner R. G. Taylor. On further hearing reparation amount- 
ing to $954.40 proposed to be found due to complainants under 
the finding in the original report, 201 I. C. C. 636, with respect 
to rate, sand, Hawarden, Ia., to Canton, S. D. 


Grapes 


No. 27014, A. Bronstein et al. vs. Baltimore & Ohio et al. 
By Examiners Martin J. Walsh and C. W. Griffin. Dismissal 
proposed. Rates, grapes, carloads, Chautauqua, Erie, and Cat- 
taraugus counties, N. Y., and Erie County, Pa., to Philadelphia, 
Pa., proposed to be found not unreasonable or unduly prejudicial. 
The examiner said that departures from the long-and-short-haul 
part of section 4 should be promptly removed. 


Ground Limestone 


No. 27042, Whitall Tatum Co. vs. Western Maryland et al. 
By Examiner C. W. Griffin. Rate charged, $2.60 a net ton, 
ground limestone, Thomasville, Pa., to Millville, N. J., proposed 
to be found unreasonable to the extent it exceeded $2.05, mini- 
mum 60,000 pounds, plus the authorized emergency charges, 
simultaneously in effect. 


Petroleum Products 


Fourth Section Applications Nos. 15537 and 15640, petroleum 
products from Wyoming and Montana. By Examiner G. L. 
Shinn. Proposed that applicants in No. 15640 be authorized to 
establish and maintain rates, refined petroleum products and 
low-grade oils, from points in Wyoming and Montana to des- 
tinations in the Dakotas and western Minnesota, over routes 
through Montana junctions constructed on the bases herein- 
after described and to maintain higher rates (a) to interme- 
diate points, and (b) from Great Falls, Mont., and other inter- 
mediate points taking the same rates over routes embracing 
the Great Northern through Havre, Mont., provided, (1) that the 
rates from Great Falls and points taking the same rates over 
routes embracing the Great Northern through Havre, shall not 
exceed the corresponding rates from Casper or Greybull, Wyo., 
whichever is lower, to the same points; (2) that the rates to 
higher-rated intermediate points within the territory to which 
rates were prescribed in Mountain Pacific Oil Cases, 192 I. C. C. 
599, shall not exceed rates constructed on the same basis; (3) 
that rates to other higher-rated intermediate points (a) on re- 
fined oil shall not exceed rates prescribed in Standard Oil Co. 
(Indiana) vs. C. & N. W., 197 I. C. C. 325, from and to the same 
points, or, as to points not embraced in that proceeding, rates 
constructed on the voluntary bases as set forth in the petition; 
and (b) on low-grade oils, including asphalt, shall not exceed 
rates prescribed on asphalt from and to the same points in 
White Eagle Oil Corporation vs. Big Fork & International Falls, 
192 I. C. C. 552, and 198 I. C. C. 667; or, as to points not em- 
braced in that proceeding, rates properly related thereto, (4) 
that the rates at any higher-rated intermediate points shall in 
no case exceed the corresponding rate on the same commodity 
from and to the same points by way of eastern junctions, such 
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as Minneapolis, Minn., or Sioux City, Ia., or the lowest com- 
bination of rates by way of the eastern or Mantana junctions, 
whichever is lower; and (5) that the relief shall be subject to 
334%, and 50 per cent limitations. The examiner said that the 
relief asked in No. 15537, and all other and further relief prayed 
in No. 15640, should be denied. 


PETITIONS FOR REHEARING, ETC. 


1. and S. No. 4075, fruit and vegetable packages in southwest. 
Southwest Package Association, Cummer-Graham Co., Two States 
Fruit Package Co., and Walter Verhalen Co., protestants, ask for 
reconsideration and oral argument before the entire Commission. 

No, 26903, in the matter of the application of Chicago & North 
Western, Escanaba, Iron Mountain & Western, and Chicago, Milwau- 
kee, St. Paul & Pacific, for authority to pool ore traffic from the 
Menominee Range to docks at Escanaba, Mich., and to divide the 
earnings therefrom. C. M. St. P. & P. asks for reopening and fur- 
ther hearing. 

Finance No. 9582, in the matter of the application of the Denver, 
Leadville & Alma, for a certificate of public convenience and neces- 
sity under paragraph (18), section 1 of the interstate commerce act, 
authorizing the acquisition and operation of a branch line of the 
Colorado & Southern, extending from the city and county of Denver, 
Colo., to Leadville, Lake county, Colo., and branches, being approxi- 
mately 211.85 miles of narrow gauge railroad. Applicant asks for re- 
opening and to consolidate the same for hearing with Finance No. 
7132, now pending before the Commission. 

No. 27024, Wirebound Box Manufacturers’ Association, Inc., vs. 
A. & R. et al. American Veneer Package Association asks the Com- 
mission to vacate the order permitting them to intervene in the above 
proceeding. 

No. 25748, Southwestern Construction Corporation vs. A. T. & S. 
F. et al. Complainant asks for reopening and reconsideration. 

No. 16665, Southwestern Lumbermen’s Association et al. vs. A. V. 
I. et al., and a sub-number thereunder, Co-Operative Exchange et al. 
vs. Same, and No. 26059, L. C. Adams Mercantile Co. et al. vs. A. T. 
& S. F. et al. (Consolfdated with No. 15841, William Kelly Milling Co. 
vs. A. T. & S. F. et al.) Complainants ask for further hearing. 

No. 26566, The Michigan Fertilizer Co. vs. L. & N. et al. Louis- 
ville & Nashville, the Nashville, Chattanooga & St. Louis and other 
carriers, defendants, ask for reconsideration, by the Commission as 
a whole, for a postponement of the effective date of the order, and 
a modification thereof. 

I. and S. No. 3985, coke from Alabama and Tennessee to central 
territory. Alabama Iron & Steel Shippers’ Conference asks for is- 
suance of an order to give effect to the Commission’s findings and 
conclusions. 

No. 21689, Richmond Mica Corporation vs. A. C. L. et al., and 
No. 22192, J. B. Preston Co., Inc., et al. vs. C. C. & O. et al. Defend- 
ants have filed a second petition asking for relief from the main- 
tenance provisions of the orders in these cases. 


COMMISSION ORDERS 


No. 27018, Belt Railroad & Stockyards Co. et al. vs. Alton et al., 
and No, 27149, Chicago Live Stock Exchange vs. Alton et al. Texas 
& Southwestern Cattle Raisers Association, the Texas Sheep and Goat 
Raisers Association, the Highland-Hereford Breeders Association per- 
mitted to intervene. 

Finance No. 10947, application of Associated Railways Co. for 
authority to acquire the lines of the Minneapolis & St. Louis, to op- 
erate portions thereof, the abandon certain other portions thereof, 
etc. Marshalltown Chamber of Commerce, Albert Lea Chamber of 
Commerce, Iowa Legislative Board of the Brotherhood of Locomotive 
Firemen and Enginemen, the Railway Labor Executives’ Association, 
Railroad and Warehouse Commission of Minnesota, Town of Brent- 
ford, Kunz Grain Co., Brotherhood of Railroad Trainmen, Town of 
Lowry, S. D., city of Conde, and James Lee Loomis, P. Le Roy Har- 
wood and Frederick W. Walker, as a protective committee for the 
holders of Minneapolis & St. Louis first and refunding mortgage 4 
per cent gold bonds due 1949 permitted to intervene. 

Finance No. 9918, Missouri Pacific reorganization. Charles H. 
Thornton, R. W. Higgins, James M. Kemper and A. J. Sevin, permit- 
ted to intervene. 

Finance No. 9422, Union Pacific unification. 
mitting amendment of form of lease. 

No. 26852, Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 
Borden Sales Co., Inc., and Galloway-West Co., Inc., permitted to 
intervene. 

No, 27198, Rundle Manufacturing Co. vs. Southern et al. Atlanta 
Freight Bureau permitted to intervene. 

‘No. 26967, Pennsylvania Coal & Coke Corporation vs. Pennsyl- 
vania et al. Intervening petition of Brown Co. amended by making 
O. P. Brown, R. H. Spalding, and A. W. Skelton, receivers of the 
Brown Co., additional parties intervener. 

Finance No. 10995, application of Frank O. Lowden, James E. 
Gorman and Joseph B. Fleming, trustees of the estate of the C. R. a 
& P., and trustees of the estate of Rock Island & Dardanelle, for 
authority to abandon a line of railway in Yell county, Ark. Fort 
Smith, Subiaco & Rock Island Railroad Company permitted to inter- 


vene. 
10994, application of Frank O. Lowden, 


Order entered per- 


5 Finance No. James E. 
Gorman and Joseph B. Fleming, trustees of the estate of the C. R. 
I. & P., for authority to abandon a branch line of railway in Jasper 


county, Ia. Northwestern Lumbermen’s Association permitted to in- 
tervene. 


1. and S. No. 4035, lumber between points in official territory. 
Ichabod T. Williams & Sons permitted to intervene for the purpose of 
participating in oral argument and participating in further proceed- 
ings herein. , 

I. and S. No. 4158, grain and products from W. T. L. points to 
Arkansas. Matters involved having been satisfactorily adjusted be- 
tween the parties interested, order of November 22, 1935, vacated and 
set aside and proceeding discontinued. 

No. 27220, Norge Corporation vs. Long Island Railroad Co. The 
Baltimore & Ohio, the Central of New Jersey, the Erie, the Lehigh 
Valley, the New York Central and the Pennsylvania permitted to 
intervene. 

No. 22968, Borden Southern Co. vs. N. C. & St. L. et al. 
& Maine permitted to intervene. 

Fourth section application No. 12383 et al., Class and Commodity 
Rates to Eastern Territories, 144 I. C. C. 28, and Transcontinental Rates 
on Deciduous Fruits, 204 I..C. C. 549, reopened for further hearing 
at such time and place as may hereafter be fixed by the Commission 
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on the questions raised by L. E. Kipp’s petition of October 25, 193; 

Fourth section application No. 13671, class and commodity ates 
to north Pacific coast points, reopened for hearing at such time gq 
place as may hereafter be fixed by the Commission on the Westions 
raised by L. E. Kipp’s petition of October 25, 1935. 


COTTON COMPRESSION INQUIRY 


The Commission, in No. 27238, compression and concenty, 
tion of cotton in Texas, on its own motion, has entered on y 
investigation into and concerning the lawfulness of the rulg 
charges, and practices governing the compression, concentp, 
tion and consolidation of cotton at points on the Fort Wort 
& Denver City and the Wichita Valley, as published in eXcep 
tion 2 of item 280, page 25, and exception 3 of item 320, page » 
of Agent H. B. Cummins’ I. C. C. 382. The investigation is t 
be made with a view to determining whether the rules, chargy 
and practices are in violation of any provision of the inte. 
state commerce act, and with a view to making such order y 
orders, or taking such other action as may be warranted. 

A hearing is to be held in this proceeding by Examine 
Archer at Dallas, Tex., December 16, at the Baker Hotel i 
connection with I. and S. No. 4159, cotton in the southwest. } 
the suspension proceeding the Commission suspended, fron 
November 30 to June 30, schedules published in supplement Np, 
30 to Peel’s I. ©. C. No. 2740 and supplements Nos. 9, 11, y 
and 15 to Cummins’ I. C. C. No. 382. The suspended suppl 
ments proposed to revise rules and regulations governing the 
concentration, compression and consolidation in transit of cotto 
shipments in southwestern territory. 

The schedules under consideration in the two cases make 
provision for changing the old rule that cotton to be compressei 
in transit must be compressed at the nearest compression point 
so that on shipments of less than forty bales the first compres. 
sion point might be passed to another not more than 50 mile 
away and on shipments of more than forty bales the cotton 
might be carried up to 100 miles beyond the first compression 
point. The 50 and 100 mile rules are in effect on the Fort Worth 
and Denver City and Wichita Valley roads. The Commission 
in the suspension case held up a proposal to extend that practice 
to Texas and the southwest. 


MISSOURI PACIFIC STUDY 


A “study” of the Missouri Pacific Railroad system, includ- 
ing the Texas & Pacific Railway Company, containing 2,449 
mimeographed pages, made by the railroad division of the Re. 
construction Finance Corporation, was made public by Chair. 
man Jones Dec. 2. The work was done by HBxaminer W. VW. 
Sullivan and was approved by J. W. Barriger, III, chief examiner 
of the railroad division. 

Early consolidation of the controlled Gulf Coast Lines, in- 
cluding the International-Great Northern, with the lines of the 
parent company (Missouri Pacific), should have consideration 
to permit of economies not at present possible, according to the 
RFC report. Other savings, it added, could be effected if cer- 
tain trackage, station and other facilities “of the Missouri Pa- 
cific’s lines and the Texas & Pacific were used jointly. 

“Missouri Pacific’s position could be strengthened between 
the Kansas City gateway and important Texas points also by 
entrance into Oklahoma territory through a consolidation of 
the Missouri Pacific and the St. Louis-San Francisco Railway 
and Missouri-Kansas-Texas Lines,” said the report. “Such a 
combination would also provide a superior route between Kansas 
City and Memphis, and between St. Louis and Memphis.” _ 

The report said it was essential that any reorganization 
plan for the Missouri Pacific provide for increased capital ex 
penditures for additions and betterments. It said this expendi: 
ture would be requisite if the Missouri Pacific was to be in 4 
good position to meet the competition of some of its strong 
neighboring roads. 

“Missouri Pacific service, both passenger and freight, 18 
maintained at high standards to meet competition,” said the 
report. “Operating forces are apparently efficient, loyal and 
aggressive. Organization is good, and such details as appret- 
tice training, safety instruction, prevention of loss and damagé, 
etc., are receiving merited attention. Personnel activities in- 
clude group insurance, provision for medical care and hospital 
treatment, and a modern pension system for employes.” 





EASTMAN AND GOVERNMENT OWNERSHIP 


Coordinator Eastman said December 5, in reply to an It 
quiry with respect to his position on the subject of government 
ownership of railroads, in view of the fact that hearings prob- 
ably will be held at the coming session of Congress on the 
Wheeler government ownership bill, that he was not now advo- 
cating government ownership of the railroads. If hearings were 
held on the Wheeler bill and he were requested to appear as 4 
witness on the measure, he said, he would appear and submit 
his views. 
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REGULATION OF COMMON CARRIERS 


(Supreme Court of Nebraska.) State railway commission 
held to have power to make award of damages against railroad 
for exacting overcharge from shipper (Comp. St. 1929, Sec. 75- 















— ot MP 993: Const. art. 4, Sec. 20, adopted in 1906). (Central Bridge 
Exami & Const. Co. vs. Chicago & N. W. Ry. Co., 262 N. W. Rep. 852.) 
Hotel ¢ Modern common law imposes on common carriers duty of 
West . equality in freight rates to all shippers similarly circumstanced 
led fea for transportation of same class of goods the same distance, 
ment 7: and statutes prohibiting such discrimination are declaratory of 
9 1] " common-law rule.—Ibid. 
d sup Shipper’s common-law right of action for overcharge in rate 
ning ~ held not to have been taken away by rate regulating statutes 
of pF which provided penalties only for their enforcement and fur- 
- nished no civil remedy to shipper therefor (Comp. St. 1929, Sec. 
es make 75-203) .—Ibid. : 
mpressej Reparations act held to have granted to railway commission 
ion point additional power cumulative in nature, to award reparations 
compres. where lawful existing rate is retroactively set aside, but in 
50 miles absence of legislative intent therein expressed, such grant could 
© cotton not change effect of prior statutes governing other classes of 
pression claims (Comp. St. 1929, Secs. 75-203, 75-510 to 75-512) .—Ibid. 
t Worth Where statute grants a new remedy and at same time places 
mission limitation of time within which person complaining must act, 
practice limitation is a limitation of the right as well as of the remedy, 
and in absence of qualifying provisions or saving clauses, party 
seeking to avail himself of the remedy must bring himself 
strictly within the limitations.—Ibid. 
Establishing of a rate by railway commission in making an 
‘ award for an overcharge is a legislative function conferred on 
— commission by statute, and has force of statute on the subject 
& a (Const. art. 4, Sec. 20, adopted in 1906).—Ibid. 
Chair. In suit by carrier to enforce award made by railway com- 
W. Ww mission in an overcharge case, award held not final since neces- 
aminer sary findings of damage to shipper and amount thereof were 
judicial in nature and only prima facie evidence of facts there- 
es, in- in stated (Comp. St. 1929, Sec. 75-507; Const. art. 4, Sec. 20, 
of the adopted in 1906).—Ibid. 
aration Shipper in whose favor an award for an overcharge had 
to the been made by railway commission held entitled to maintain 
if cer- common-law action, governed by five-year statute of limitations, 
ri Pa- to recover such award from carrier (Comp. St. 1929, Sec. 75-203; 
Const. art. 4, Sec. 20, adopted in 1906).—Ibid. 
tween 
so by 
on of 
ilway e e e .° 
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rong 


t, is __ (District Court, S. D. New York.) Under bill of lading pro- 
the viding that neither ship nor carrier would be liable for chem- 


and ical action, decay, heating, sweat, etc., ship could not be held 
ren- liable for damage arising from enumerated causes unless occa- 
age, Sioned by ship’s negligence. (Bingham vs. Osaka Shoshen 


_in- Kaisha, 12 Fed. Supp. 35.) 

ital Owner of cargo of rabbit skins who did not give written 
notice to carrier of true character and value thereof and have 
it entered upon bill of lading held required to prove that dam- 
181) a a arose through negligence of ship (46 USCA, Sec. 

in- — , 


ent Placing of cargo of rabbit skins in hold with cargo, which 
ob- would be apt to heat unless well ventilated, and could not be 
the Properly ventilated when hatches had been shut down in rain 
vO- and rough seas, held negligent, whether or not in ordinary con- 
are oe two ventilators abreast, which were provided, were suf- 
a renee and whether or not failure to open and ventilate the 
nit atches was due to inclement weather.—Ibid. 


Where there was no evidence that rabbit skins which had 
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been scraped and sun dried and inspected were kept dry or 
cared for between time inspected and time of delivery to ship, 
there was no presumption that goods remained in good condi- 
tion and were delivered in such condition to ship.—Ibid. 

Conditions of bill of lading are deemed to be recited in 
receipt which so states.—Ibid. 

Where mate’s receipt for goods stated they were “in good 
order” and also stated that receipt was subject to all conditions 
inserted in bill of lading, one of which conditions was that con- 
tents, quality, and value were unknown, admission in receipt 
that goods were in good order applied only to external condition 
of bales.—Ibid. 

Where stowage is negligent, shipper need only prove that 
such negligence might have caused damage, but carrier may 
show negligence did not cause damage.—lIbid. 

Evidence held to show that bales of rabbit skins which, after 
delivery, were discovered to be rotted, must have been wet 
before delivered to ship and that they did not become wet 
through sweat or as result of negligence on part of ship.—Ibid. 

Provision in bill of lading that ship would not be liable 
beyond proportionate amount of 300 yen for any package unless 
bills of lading were signed with value declared thereon held 
valid.—Ibid. 


MILWAUKEE REORGANIZATION 


The Trafic World Washington Bureau 


Approval of H. A. Scandrett as a trustee for the reorgani- 
zation of the carrier involved was given in Finance No. 10882, 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co. reorganiza- 
tion, by Carl R. Gray, president of the Union Pacific, with which 
Mr. Scandrett was formerly connected, and Charles Donnelly, 
president of the Northern Pacific, a competitor of the Milwaukee, 
who was intimately associated with Mr. Scandrett in the years 
in which they practiced, as commerce counsel, before the Com- 
mission in rate cases, in a hearing held on the trustee phase 
of the Milwaukee reorganization by Director Sweet of the Com- 
mission’s Bureau of Finance, December 2. They represented 
him as a man of integrity, efficiency, industry, study and of 
independence of judgment. Mr. Scandrett also took the witness 
stand for himself. 

In effect, the hearing was on charges made by an organi- 
zation known as the Independent Committee for the Protection 
of the Bondholders of the C. M. St. P. & P. John S. Weiss 
appeared for the committee. He cross examined Messrs. Gray 
and Donnelly briefly but devoted much time to the cross exam- 
ination of Mr. Scandrett. He went so far back into the troubled 
history of the Milwaukee since 1925 that Director Sweet advised 
him to get to points that directly bore on the allegations made 
by the committee touching the fitness of Mr. Scandrett to be 
a trustee. O. W. Dynes, general counsel of the Milwaukee, 
protested, some time before that advice was given, about how 
far, he said, Mr. Weiss had gone out on the limb in his cross 
examination when he was asking questions about things that 
arose in the receivership of the Milwaukee that was completed 
in 1928. 

“T resent as an injustice the charges that have been made 
by this committee as to mismanagement,” said Mr. Scandrett. 
“The press has been provided with statements that have in- 
spired such a headline as this, ‘Milwaukee Head Is Selling Out 
His Investors to Bankers.’ I think I have a right to ask that 
the findings of this Commission and the court be made as spe- 
cific as the general nature of these charges will permit.” 

Mr. Scandrett’s reference to the court was to the court 
that had nominated him, subject to the Commission’s. ratifica- 
tion, to be one of the trustees for the reorganization of the 
Milwaukee. 

“Letters sent to the Commission and given widespread dis- 
tribution through the press, the statements of their counsel in 
court, the affidavit of Henry Shenk and petition filed with the 
Commission convey to my mind,” said Mr. Scandrett, “a delib- 
erate intention to besmirch the management of the Milwaukee 
road and myself. The members of the committee are unknown 
to me and so far as I know I am unknown to them. But with- 
out investigation of the work and activities of the management, 
nor any effort to learn how I have discharged my stewardship, 
they condemn us both and without a hearing. Nor has the 
Commission itself escaped their condemnation, for in their first 
letter to the Commission they say: ‘If newspaper reports are 
to be credited that your Commission has indicated its belief 
that the present receivership will be short, one is almost com- 
pelled to the conclusion that these men have already approached 
the Commission, have made private representations without a 
hearing and have persuaded the Commission, or commissioners, 
that their reorganization plan is a good one.’ 

“I have seen no newspaper report crediting any such state- 
ments to the Commission, but if it were so why would it almost 
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compel the conclusion that officers of the Milwaukee road had 
made private representations to the Commission without a 
hearing and had persuaded the Commission or commissioners 
that the plan was a good one? 

“No one knowing aught about this Commission would for 
a moment indulge in a suspicion which is as to this Commis- 
sion a compelled conclusion. While this committee was trying 
its case in the press and failing to appear before the Commis- 


sion we were trying our case at an open hearing before the 


Commission. 

“I am speaking very plainly and in deadly earnest, because 
in the twenty-five years I have appeared before this Commis- 
sion no one until now has ever directly or indirectly questioned 
my integrity. There is more involved here for me and other 
officers of this railroad than the question of whether my ap- 
pointment as trustee is to be ratified.” 

Mr. Scandrett read into the record a letter addressed to 
him by C. E. R. Sherrington, secretary of the Railway Research 
Service, London, Eng. Mr. Sherrington said he had been reading 
the account in The Traffic World of September 28 of the hearing 
preliminary to the appointment of trustees for the Milwaukee 
“and was horrified to look through some of the statements 
made with regard to your railroad.” 

“Doubtless,” added Mr. Sherrington, “such remarks were 
made with a special object but to one who has watched Amer- 
ican railroad operations, with admiration, for the last 15 years 
and who has been privileged to see them perhaps from a de- 
tached viewpoint, it is remarkable that such statements could 
possibly have been made concerning a railroad which we re- 
gard in this office as amongst the three or four most efficient 
railway administrations in the world whether measured by 
pioneering advance or in regard to control of expenditures and 
detailed technical studies.” 

George I. Haight, Chicago, one of the trustees designated 
by the court, was allowed to take the witness stand before the 
cross examination of Mr. Scandrett was completed. He told of 
his qualifications for the trusteeship, and, in answer to a ques- 
tion, said he knew of no reason why he could not serve as a 
trustee. 

The cross examination by Mr. Weiss covered the Chicago, 
Terre Haute & Southeastern lease, the Puget Sound extension 
of the Milwaukee, the acquisition of the so-called Gary road, the 
methods of the Milwaukee’s accounting force and the contracts 
for electricity which were revised when Mr. Scandrett became 
president at a saving, he said, of $2,247,000 to the road. 

Many of Mr. Weiss’ questions seemed to be as to why Mr. 
Scandrett had not brought suit against officers and directors of 
the old company for recovery of money spent by them either 
because of their supposed negligence or of profits supposed to 
have been made by directors of the Milwaukee in the acquisi- 
tion of the Terre Haute, the latter, according to Mr. Weiss, 
having been sold to the Milwaukee at five times its value. Mr. 
Weiss said the stock of the Terre Haute road was quoted in 
the market at $2 a share but that the Milwaukee had bought 
it for $10 a share when no other trunk line was interested, until 
after the Milwaukee had shown interest in it. 


Mr. Scandrett said that buying one or two shares of stock 
in a railroad, possibly from a distressed holder, was not indic- 
ative of what could be done in buying control of such a road. 
He said that the Terre Haute road had paid the Milwaukee well 
on its investment, so well, he said, that the receivers of the 
old company had not exercised their right to cancel the lease 
and that there was no thought of doing so now. 


Many of the questions were of a technical nature addressed 
to Mr. Scandrett as a lawyer. He retorted that he was not prac- 
ticing law now. Mr. Dynes objected many times but Director 
Sweet did not sustain the objections. But he put an end to 
some such questions after a time, by observing: “This is not a 
bar examination.” 

In his cross-examination of Mr. Scandrett, Mr. Weiss devoted 
attention to the relations between the Milwaukee and Mr. 
Scandrett, on the one hand, and banks and banking houses, on 
the other, particularly those between the railroad and Mr. Scan- 
drett and the banking house of Kuhn, Loeb & Company. The 
object seemed to be to show that the banking house, with which 
the Milwaukee had been dealing for many years, had exercised 
great influence in having Mr. Scandrett made president of the 
reorganized Milwaukee. Answering questions Mr. Scandrett 
said he had met Jerome Hanauer, member of the banking house 
about the time he was made president but that he was not on 
Kuhn, Loeb & Company’s list of preferred customers to whom, 
according to reports, banking houses sell securities they are 
about to place on the market at prices below the market. 

The hearing was brought to an end on the second day when 
the cross-examination of Mr. Scandrett was completed and 
Robert T. Swaine, a director of the Milwaukee, who said he had 
prepared the reorganization plan which had resulted in the 
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creation of the present Milwaukee company, was briefly eXan, 
ined with regard to that reorganization plan. 

Mr. Weiss said that he had expected Walter J. Cumming; 
chairman of the board of the Continental Illinois Nationa] Bank 
& Trust Company, another trustee nominee, to be present y 
that time for examination, but he did not ask that he be sun 
moned. 

Mr. Weiss asked what salary Mr. Cummings received , 
chairman of the board of the Continental bank. Mr. Scandrei 
appealed to Director Sweet as to making an answer. TT, 
director said he should answer in view of the fact that Mr. (yp, 
mings was not present. The answer was that the salary ay 
compensation was $75,000 a year. 

James B. Alley, representing the Reconstruction Finan 
Corporation, said that the RFC had asked for the appointmey 
of Mr. Cummings because it deemed him qualified for the dutig 
of a trustee by reason of his financial experience and familiarity 
with receiverships. The RFC, he said, was interested in th 
matter because the Milwaukee road, in round figures, owed the 
RFC $14,000,000. 

Douglass Smith, representing the institutional holders, suc 
as life insurance companies and savings banks, of about $1). 
000,000 of the securities of the Milwaukee, said that his clients 
asked that Mr. Scandrett be appointed. 

Director Sweet asked Mr. Weiss what investors he repre. 
sented together with the amount of their holdings. Mr. Weis 
said that one was Max Cohen, holding $20,000 face value of aj. 
justment bonds. Mr. Sweet asked whether the three members oj 
the committee for which Mr. Weiss said he was speaking wer 
holders of securities. He said no, except that Mr. Shenk was 
the president of the Trade Bank, N. Y., the customers of which 
held $25,000 of adjustment bonds. Director Sweet told Mr 
Weiss to submit a list of security owners he represented ani 
at the request of Mr. Swaine, he asked that the date of the 
purchase of the security held be shown. 


COSTS OF LOCOMOTIVE REPAIRS 


Because Coordinator Eastman asked “why should there be 
such a wide difference in the cost of locomotive repairs,” his 
section of car pooling, of which N. D. Ballentine is the chief, has 
submitted to him a book of 121 type-written pages. The answer 
in substance is “we know parts of the answer but not the whole 
of it but we should find out.” 

Pointing out that the Class I railroads are spending nearly 
three quarters of a million dollars a day for the repair and 
servicing of locomotives, Mr. Ballentine says “this is an amount 
which is surely worthy of more careful analysis than is possible 
with data now available, and suggests the appointment of ex- 
perts, preferably nine, representing the railroads, the locomotive 
builders and the federal government, to make an early report 
on the kind of information needed, the manner in which it should 
be kept, and the way in which it may be used with respect to 
“(a) fuel economy, (b) locomotive utilization, and (c) the 
economic life of steam locomotives.” 

Coordinator Eastman, in addition to the general question 
before set forth, asked the specific one, “why should the eastern 
district spend 40 per cent more than the western for repairs to 
locomotives on a ‘per-mile’ or a ‘horsepower’ basis?” 

The nature of the report, which is to be circulated among 
the railroads, is indicated by a letter Coordinator Eastman has 
written to J. J. Pelley, president of the Association of American 
Railroads, transmitting the report, of partial answers, in some 
text and many tables, suggesting that the subject falls within the 
province of the association rather than that of the Regional Co- 
ordinating Committees. That letter follows: 





Some time ago, my section of car pooling made a study of loco- 
motive repair costs for the principal purpose of developing data 
bearing on the economic life of locomotives. This study showed, 
among other things, that in the period covered ‘by the study, 1927- 
1929, such repair costs were 40.2 per cent higher per. locomotive-mile 
and 39.8 per cent higher per potential horsepower-mile in the east- 
ern district than in the western district. There was a similar higher 
unit cost in the eastern district as compared with the southern dis- 
trict. Being struck by these pronounced differences in unit costs, I 
asked the section of car pooling to find out the reasons, if they 
could be ascertained. 

The report which I am submitting herewith is the result of the 
section’s attempt to answer this question. I am sending it to you, 
because it seems to me to fall within the province of the Associa- 
tion of American Railroads, rather than the regional coordinating 
committees. Such additional copies as you may desire can be supplied, 
and I am also sending copies to each individual railroad, believine 
that the report contains information which will be of interest and 
value to them. 

: Briefly, the report shows that on the basis of available informa- 
tion it is impossible to answer with any accuracy the question which 
I propounded. Such partial answers as could be elicited are siven 
in the revort. The study of the question, however, developed the 
need, in the opinion of the section, for the maintenance of better, 
more complete, and uniform records which will permit of reasonably 
accurate comparisons between the locomotive répair performances 
of individual railroads or parts of railroad systems. It is, therefore. 
recommended that a committee of experts, preferably nine, repre- 
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ne railroads, the locomotive builders, and the federal gov- 
be appointed to make an early report upon the kind of in- 
formation needed, the manner in which it should be kept, and the 
way in which it may be used with respect to (a) fuel economy, (b) 
locomotive utilization, and (c) the economic life of steam locomotives. 

I am in general sympathy with the idea that in all phases of 
operation records should be kept, so far as reasonably prac- 
which will permit of comparisons, sufficiently accurate for 
1 purposes, of the performances of individual railroads or parts 
of railroads. There are few, if any, better Ways of bringing to light 
methods or practices of exceptional merit, and the effect of such 
comparisons 1S stimulating generally. If such a committee as has 
been suggested is to be set up I can supply experts on behalf of 
the federal government, and I believe that no difficulty will be ex- 
erienced in obtaining experts for service on the committee from 
the locomotive builders. ; 

However, before proceeding further in the matter, I shall be 
glad if you will have the report reviewéd by your association as soon 
as conveniently possible and let me know its views with respect to 
the recommendations contained therein, together with the reasons 
for these views. 


Varying conditions in the three regions into which the 
country is divided, lack of comparable data and lack of any data 
of various sorts were pointed out by Mr. Ballentine to show 
why it was impossible to make an answer to the Coordinator’s 
questions. So as to illustrate the varying conditions making up 
the composite picture, the section of car pooling studied fifteen 
railroads, five in each of the big groups. 

Those in the eastern group were the Boston & Maine, Chesa- 
peake & Ohio including the Hocking Valley; Delaware & Hudson, 
Delaware, Lackawanna & Western, and Erie, including the Chi- 
cago & Erie. Those in the southern group were the Florida 
East Coast, Illinois Central, including the Yazoo & Mississippi 
Valley; Richmond, Fredericksburg & Potomac, Seaboard Air 
Line and the Southern, Those in the western group were the 
Santa Fe, Chicago & North Western, Burlington, Southern 
Pacific and Union Pacific. 

Based on the study of data pertaining to the fifteen railroads 
mentioned, Mr. Ballentine reached conclusions and made the 
recommendations, as follows: 


Conclusions 


(1) Nearly three-quarters of a million dollars per day are being 
expended by Class I railways for the repair and servicing of steam 
locomotives. This is an amount which is surely worthy of more 
careful analysis than is possible with the data now available. 

(2) In order that railroad managements and directors may have 
a better basis by which to check and chart certain courses of pro- 
cedure, there is need for uniformly prepared additional statistical data. 
It is also essential to have these if fair and proper comparisons are 
to be made between divisions of a given road, and more particularly 
if comparisons are to be made as between railroads. 

(3) The difference in the wage level of a typically selected group 
of maintenance of equipment employes, eastern versus western group, 
was 6 per cent; the difference in the hourly wage rate paid was 11.9 
per cent, due to the eastern group’s using a larger proportion of 
employes in the higher level wage brackets. 

On the basis that the labor costs are two-thirds of the total 
costs of locomotive repairs, this explains 7.9 per cent of the 40 per 
cent higher repair costs in the eastern group during the three years 
1927-1929, inclusive. 

(4) The load factor, or utilized proportion of the locomotive’s 

potential horsepower, aS measured by fuel consumption, was 13.5 
per cent greater in the eastern than in the western group, and justi- 
fies that much increased cost, other factors remaining the same. 
_ (5) The standard of maintenace given to “‘active’’ locomotives 
in the eastern group was lower than in the western group. This will 
account for an increased cost of repairs, but no data are available 
to indicate whether the condition was justified, nor is there any- 
thing known upon which to hazard an estimate as to how much it 
increased the cost of repairs. 

(6) The average length of locomotive runs between roundhouses 
was shorter in the eastern than in the western group. This too is an 
important factor which will account for an increased cost of repairs 
in the east. There was not enough information available, however, 
to warrant a definite estimate. 


Recommendation 
It is recommended that a committee of experts, preferably nine, 
representing the railroads, the locomotive builders, and the federal 
sovernment, be appointed to make an early report upon the kind of 
information needed, the manner in which it should be kept, and the 
way in which it may be used with respect to (a) fuel economy, (b) 


aemaative utilization, and (c) the economic life of steam locomo- 


_ In.order to give their undivided attention to the subject, the com- 
mittee members should be relieved of their customary duties for a 
period of at least two months. Necessary transportation and ex- 
penses to be furnished by the Association of American Railroads. 
In addition to investigation the detail methods used by Ameri- 
i railways, the committee should make a careful examination of 
wee ee in vogue on at least the Canadian and English rail- 
ays, where the subject has already been given much attention. 


CONTAINER BUREAU SOUTHWESTERN OFFICE 


The perishable division of the Freight Container Bureau has 
opened southwestern headquarters at Harlington, Texas. J. C. 
Yancey has been appointed representative in charge of the terri- 
tory, which includes the states of New Mexico, Oklahoma, Arkan- 
Sas and Texas. Mr. Yancey was formerly supervisor of freight 
claim prevention for the Missouri Pacific and more recently in 
charge of special work for the general manager of that railroad. 
According to Edward Dahill, chief engineer of the bureau, head- 
quarters for southeastern territory will be set up and a represen- 
tative appointed there within the next ten days. 
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Case of the Railroads 


Head of Rail Association Presents “Situation and Pros- 
pects of Our Railroads”—Unwise Public Policies 
Held at Root of Trouble—Asks Expression of 
Views to Members of Congress 


That the so-called “railroad problem” is, in truth, not a rail- 
road problem but a “transportation problem” to be solved finally 
not only by the efforts of the railroad themselves but also by 
the correction of unwise public transportation policies is the 
assertion made by J. J. Pelley, president of the Association of 
American Railroads, in a letter which is to be widely circulated 
by the association. 

Issurance of the letter comes within a few weeks of the con- 
vening early in January of the second session of the Seventy- 
fourth Congress. It is addressed “to those whose interest in 
railroads is more than casual” to lay before them “the situation 
and prospects of our railroads.” Support for proposed legislation 
favored by the railroads and opposition to bills they oppose are 
sought in the letter. 

The proposed legislation specifically endorsed in the Pelley 
letter is that embodied in the so-called Wheeler bill, S. 1632, 
providing for regulation of carriers by water, and a similar meas- 
ure in the House, H. R. 5379, and the Pettengill bill in the House, 
H. R. 3263, which would eliminate the long-and-short haul clause 
of the fourth section of the interstate commerce act. Enactment 
of these bills is urged as necessary to bring about equality of 
treatment for the railroads and other transportation. 

Proposed legislation opposed in the letter includes the bills 
put forward by organized railroad labor calling for a six-hour 
day (held by the railroads to be a pay increase measure); limits 
on train lengths, and employment of “full crews” on trains. 
Passage of this group of bills, together with certain other bills 
of similar intent, says Mr. Pelley, would increase railroad operat- 
ing costs by as much as a billion dollars a year, in times of 
normal business, without adding anything to their efficiency, 
their safety or their revenues. 

“In any estimate of the railroad future,” says Mr. Pelley, “the 
great reduction in the actual cost of moving business in the 
past dozen years is a solid fact of major importance. During 
the last previous depression, in the year 1921, the operating cost 
of hauling a ton of freight a thousand miles on the railroads aver- 
aged $10.78. By 1933 that cost had declined to $6.48, in spite 
of the fact that the volume of business hauled in 1933 was one- 
sixth less than in 1921. With the increase in wages and prices 
of materials and supplies in 1934 and 1935, the cost has increased 
somewhat, but is still well below the cost of moving business 
in the years before the depression. 


“In 1921 the average freight revenue per ton-mile was 1.275 
cents. Today the average revenue is less than one cent for haul- 
ing a ton of freight a mile—beyond comparison the cheapest 
inland transportation for the average of all commodities, over all 
distances, between all points, in all seasons, and including all 
elements of cost. 

“As a result of the war period the railroads owed the 
government $1,080,000,000, about twice what they now owe. Of 
the amount then owed, 96.5 per cent, or nearly $1,043,000,000, has 
been repaid, together with nearly $217,000,000 in interest. One 
thing that made this possible was the striking advance in effi- 
ciency, especially that achieved since 1923 through large invest- 
ment in better plant and improvements in methods. 

“This achievement in efficiency has put the railroads in posi- 
tion to reap real advantage from any substantial increase in the 
volume of their business. Just how important that is to railroad 
net income is shown by the results of operations in July, August 
and September of this year. With total operating revenues of 
$275,349,116 in July, the railroads had a net deficit, after all 
charges, of $15,999,836. In August, operating revenues increased 
to $294,017,777 and the net deficit was reduced to $2,267,477. In 
September, operating revenues increased again to $306,960,214, 
and the deficits of previous months were converted into a net 
income, after charges, of $13,542,934. Contrasting July with 
September, an increase of less than $32,000,000 in gross revenues, 
or about 11 per cent, changed a deficit of $16,000,000 to a profit 
of $13,500,000. 

“Nor has progress in railroading come to an end. The im- 
provements in safety, comfort, speed and attractiveness of pas- 
senger trains in the past few years are well known. Less well 
knowa but perhaps more important are the improvements in 
freight service, either now in effect or under way. Further 
steps toward faster, better-coordinated, more complete freight 
service, locally, territorially and nationally were recommended 
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at the recent annual meeting of the members of the Association 
of American Railroads. 


Contradiction in Policies 


“But, regardless of the degree of efficiency which may be 
achieved by railroads, they will not be able by themselves to 
solve the so-called ‘railroad problem.’ In truth, it is not a rail- 
road problem. It is a transportation problem, to be solved finally 
not only by the efforts of the railroads themselves but also by the 
correction of the unwise public transportation policies which are 
at the root of the trouble. 

“I say ‘policies’ because we have actually two contradictory 
public policies. To one form of transport, railroads, we say, 
in effect: 


{ 
You shall pay all your own costs, not only the cost of moving 
your vehicles but also the cost of preparing the way on which they 
move, You shall then pay taxes on both vehicles and way, real taxes 
which go to the support of government, not merely contributions 
toward the cost of furnishing the way you use. Should government 
aid you, it shall be by way of a secured loan, which must be repaid 
with interest. All these costs must be met out of the rates which 
you are allowed to charge the users of your service, and that service 
must “y rendered under conditions of strict regulation in the public 
interest. 


“Contrast this with the attitude of government toward other 
forms of public transport by highway, by waterway and by air- 
way. They have no problem of finding the money or the credit 
with which to provide themselves with a way on which their 
vehicles may move, That is provided for them, and maintained 
for them, out of public tax funds, at a cost exceeding whatever 
they may pay as ‘taxes,’ so-called. With so large a part of their 
costs of operation paid from the public funds, these agencies of 
transport are enabled to divert to themselves a considerable vol- 
ume of business which could move by rail at a lower real cost. 
In many instances, failure to regulate effectively the hours of 
service or conditions of safety among such transport operators 
has allowed them to hold down even that part of their costs 
which they do pay, often at the expense of safety. As to a large 
part of their operations, they have heretofore been allowed com- 
plete freedom to make such rates as would get the business, 
regardless of discriminations or preferences as between persons 
or places, 

“That railroads have been able to stay in business at all 
under such unequal conditions of competition, and to do the 
major transportation work of America, is due to the inherent 
superiority of the rail method of hauling, which alone can com- 
bine in one coordinated continent-wide operation the flexibility 
of the single car with the economy of mass transportation in 
long trains, 

Need for Equality 


“The great need of railroads today is more business. As the 
total commerce of the country may increase with national recov- 
ery, the railroads will secure the needed volume if given equality 
of treatment. The last session of Congress took a distinctly 
encouraging step in that direction with the passage of the bill 
to regulate motor carriers on the highways. Two other major 
measures, looking toward more nearly equal opportunities for 
all forms of transportation, are well advanced for consideration 
at the session of Congress which opens in January, 1936.” 


Mr. Pelley then reviews the situation with respect to the 
water carrier regulation bill and the fourth section bill and tells 
why the railroads feel that such legislation should be passed, 
as developed in hearings on the measures and elsewhere. 

In his discussion of the problem presented by organized 
railroad labor’s bills, Mr. Pelley calls attention to the fact that 
Congress passed the rail pension bill at the last session—which, 
he says, will add as much as $54,000,000 to rail operating ex- 
penses the first year the act is in effect. Speaking of the purpose 
behind the other measures, he says: 

“These bills are being pressed as measures of safety, al- 
though their obvious intent and effect would be to ‘make work’ 
on the railroads, so long, at least, as the railroads might be able 
to carry the burden. No law can put and keep men on a railroad 
pay roll if the railroad has no money to pay wages. ... That 
such laws are not needed for safety is shown by the record itself. 
As to passengers, that record is well known. So far this year, 
no passenger has lost his life in a railroad train accident. As to 
employes, the record is less well known but equally significant. 
During the past decade, operating with the same number of men 
in their train crews that they now have, and greatly increasing 
the use of longer trains, the railroads have shown a most remark- 
able reduction in train accidents. For each million hours worked 
by trainmen and enginemen in 1923, there were more than forty 
reportable casualties. By 1934, this had been reduced to less 
than 14 casualties per million man hours worked, a 65 per cent 
reduction. The cost of clearing wrecks, which was $21,000,000 
in 1920, was less than $2,000,000 in 1934, a reduction of 90 per 
cent, Loss and damage to freight was brought down from $2.66 
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per loaded car in 1920 to 53 cents in 1934, an 80 per cent redqy 
tion. Certainly the management which has brought about gyg 
results is entitled to support in its position that the proposed Dilk 


Jabor Prov 
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not only will not increase safety but, in many instances, Mr. F! 
actually add to the hazards as well as the cost of operation, 1, t point 
increase the number of trains run to handle a given amount, pr ae 
business, or to add unnecessary men to their crews, increag os done 
the opportunities for accident. - 
7 “Senators and representatives in Congress are properly j 
terested in knowing the views of their constituents on pubj 
questions. Our governmental policies as to transportation a 
among the most important public questions which they will hay, Georg 
to consider at the session of Congress beginning in January, 19% utives’ J 
Those who want to see more nearly fair conditions of compe. ms whic’ 
tion in transportation, with the benefits to business and recoyey pig A de 
which will result, can be of real help by communicating the it agem 
views on these bills to their representatives.” mai ti 
protec i 
ificatl 
A. R. D. A. MEETING m™ Conte 
Speaking on “Transportation Costs and Public Policies” x Railroads 
a luncheon incidental to the meeting of the American Railway , ng 
Development Association at the Palmer House, Chicago, Decep. —-. 
ber 5, Robert S. Henry, assistant to the president, Associatin office n 
of American Railroads, said the only real menace to privat next ‘id 
ownership and operation of transportation in this country at the | 
present time was continued adherence to the economic policy dina’ 
assessing a dual scheme of costs on that transportation. Th —- - 1 
first of these scheme, he said, was applied to the railroads onl, pester we 
It was worked out on the theory that the whole cost of trans. pod tl 
portation should be borne by the commodities transported. That = Be 
cost, he added, included not only the operating costs and the pa . 
costs of the vehicles and motive power, but the cost of the way Se pot 
over which the transportation was performed and additional rdinato 
taxes for general governmental purposes. Incidentally, he as . Coo! 
serted, the railroads were educating 1,600,000 school children in veral | 
the United States on the basis of the direct school taxes they = tectic 
were paying. aia 
The second economic policy of figuring transportation costs por ur 
as used in this country, he said, was that applied to all forms of r acco} 
transportation other than the railroads, whether public or private. labor al 
In the air and on the water, he said, it seemed to be definitely not be ¢ 
settled as an economic and a governmental policy that it was The 
the duty of the people as a whole to furnish and maintain the in favo 
rights of way regardless of whether all or merely a small class di- transpo 


rectly benefited by the vehicles traveling them. There was some 
modification with reference to the highways, he added, inasmuch 
as motor vehicles were taxed for their building and upkeep. 
However, he asserted, such taxation did not by any means cover J. 
all such expenses while, in those localities where property tax 


was assessed against the highway-using vehicles, that tax bore a 
little or no relation to the proper share of general governmental the Bu 
expenses represented by the actual value of such vehicles. to assi 

He asserted that the real solution of the railroad problem In add 
lay in harmonizing those two policies. Equalization in the ideas the Bu 
of what should be considered transportation costs and who should accord: 
pay them as among the various types of transportation would s0 jority 
clear matters that the railroads would have little trouble in work- sult te 
ing out their salvation, he said. He pointed out that an industry himsel 
with initiative and inventiveness sufficient to reduce operating disput 
expenses for 1,000 ton-miles more than $4 below the 1921 figure Ac 
of $10.78 might well be trusted to take care of itself, once shack- presid 
ling disadvantages were removed. to eva 

Nearly two hundred agricultural and industrial agents of the days’ 1 
railroads attended the meeting, which lasted two days. John R. ments 
Ablett, industrial agent, Delaware and Hudson, Albany, N. Y, with | 
president of the association, presided. Speakers dealt with crop act to 
and live stock raising and marketing problems and there were the b 
open forum discussions on decentralization of industry and il questi 
dustrial development. Among the speakers were Carl B. Fritsche, were 
managing director, Farm Chemurgic Council, Dearborn, Mich; electr 


R. C. Ashby, associate chief, live stock marketing, University of T 


Illinois, Urbana, Ill.; E, N. Wentworth, Armour and Compaty, for se 
Chicago; Frank Ridgeway, agricultural editor, Chicago Tribune, ond 1 
Chicago; and R. G. Buford, assistant manager, industrial develop He pc 
ment department, Missouri-Kansas-Texas Lines, Dallas, Texas. equip 
ees ee ait a 500,0( 

the o 

RAILROADS AND LABOR contr 

If the provisions of the emergency railroad transportation the c¢ 


act protecting railroad employes against dismissal, change i? 
employment and compensation to the extent specified in sectiol 
7(b) of the act were repealed, railroads would make substantial 
progress in effecting economies now held to be barred by the 


act, in the opinion of R. V. Fletcher, vice-president and general par 
counsel of the Association of American Railroads. _ 
Mr. Fletcher expressed this opinion when he was asked, cae 


in view of the statement made by him in his address last week 
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at Reading, Pa. (see Traffic World, Nov. 30, p. 939), that the 
jabor provisions of the act should be repealed, what the rail- 
roads would do about labor if the provisions were repealed. 

Mr. Fletcher said he could not specify as to this point or 
that point where railroads would get together in effecting 
economies, but he felt certain that there would be consider- 
able done in that respect if the labor provisions were repealed. 


LABOR SEEKS PROTECTION 


The Traffic World Washington Bureau 


George M. Harrison, chairman of the Railway Labor Ex- 
ecutives’ Association, said Dec, 5, after a meeting of the associa- 
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Compet, tion which represents the standard railroad labor unions, that 

TeCOver it had decided to make an attempt to take up with railroad 

Ng thei management, through collective bargaining, the question of 
protecting the rights and interests of employes involved in 
unification projects. 

Contact is to be made with the Association of American 
icies” y Railroads in an effort to reach an agreement on the subject. 
Railway Inference drawn from the decision made by the labor asso- 
, Decen. ciation that it had voted against asking for continuation of the 
$0Ciation office of Coordinator beyond the expiration date of that office 

Private next June was not warranted, according to Chairman Harrison, 
y at th who said the only action taken was that set forth. 
Dolicy of Mr. Harrison said the only interest railroad labor had in the 
on. The coordinator act was in section 7 (B), the section designed to 
ds only protect labor. He said, if the question as to displacement of 
f trans labor were satisfactorily settled by agreement with the rail- 
d. That roads, the matter as to section 7 (B) would be ended. If an 
and the agreement were not reached, he said, labor would then have to 
he way decide what position it would take with respect to legislation. 
ditions| He made the point that labor had not brought forward the co- 
he as ordinator act, but that it had had it amended to protect labor. 
dren in Coordinator Eastman said he had expressed the opinion on 
28 ther several occasions that railroad labor was entitled to reasonable 
‘ protection in connection with coordination projects and had 
D costs indicated the character of that protection in the dismissal com- 
rms of pensation bill he recommended. He said, if the purpose could 
vrivate be accomplished through negotiations between management and 
finitely labor and without legislation, he saw no reason Why it should 
it Was not be done that way. 
‘in the The Railway Labor Executives’ Association went on record 
lass di: in favor of a federal system of unemployment insurance for 
ions transportation workers. 
smuch 
pkeep, FIREMEN ON DIESELS 
hag dS. Pz Farrell, vice-president, Brotherhood of Locomotive 
tin Firemen, notified officials of the Chicago, Burlington and Quincy, 
cate December 3, that the 1,500 members of that brotherhood on 
the Burlington had voted to strike unless the railroad agreed 
—_ to assign a fireman to each of its diesel-powered locomotives. 
Seas In addition to four Zephyr type, diesel passenger locomotives, 
hould the Burlington operates three diesel switch engines. The vote, 
rp according to Mr. Farrell, was in excess of the two-thirds ma- 
oat, jority necessary to authorize a strike. In transmitting the re- 
ustry sult to the railroad he expressed willingness on the part of 
ating yn and other officials of the brotherhood to confer on the 
oA According to a statement issued by E. Flynn, executive vice- 
president of the Burlington, the brotherhood “is attempting 
+ the to evade contractual and legal requirements under which thirty 
nk days notice is required to negotiate a change in existing agree- 
-Y, ments.” The statement quoted from the Burlington’s contract 
“— with the firemen’s brotherhood and from the railway labor 
rh act to make that point. Mr. Flynn said it was’ significant that 
in the brotherhood Was presenting the question solely on the 
oad question of safety to employes and passengers. He said there 
a: were ‘no manual duties for a fireman to perform on diesel 
ra electric equipment. 
ny, ‘ The Burlington, he said, would not jeopardize its reputation 
=a or safety if there were any truth in the contention that a sec- 
lop _ man was needed for that purpose on diesel locomotives. 
" € pointed out that the railroad had operated one-man motorized 
—— for fourteen years and had covered more than 26,- 
> agp miles with it without a single accident attributable to 
e one-man operation. He described the so-called “dead-man’s 
- oe which eliminated the necessity for a second man in 
in cab of such motive equipment. 
on inaiecesahinieanaiaaciacigsipitionsy 
ial DETROIT FOREIGN TRADE LUNCHEON 
- aa Lincoln O’Brien, chairman, United States Tariff Com- 
| cae ¢ will speak on “What’s a Tariff Among Friends?” at a 
4 nine eed pee: meeting of the Foreign Trade Club of Detroit 
x Se — etroit Board of Commerce at the Hotel Statler Decem- 
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Future of Transportation 


New Equipment, New Rate Structure, Greatly Im- 
proved Service and General Oversight by 
Government Forecast 


Coordinator Eastman, in an address December 2 before the 
meeting of the Associated Business Papers, Inc., at New York 
City, on the subject, “What Is Ahead in Transportation?” said 
he looked forward to a rapid advance in the mechanics of trans- 
portation, in all its forms. 

Furthermore, he looked forward to “a continuing and de- 
veloping use of the guiding hand of the government which will 
tend to prevent abuses, whether they be financial exploitation, 
or wastes and extravagances in construction and operation, or 
extortion, or unjust discrimination, or forms of cutthroat com- 
petition which, in the end, do nobody any good and are likely 
to be of harm to all.” He added he anticipated progress “which 
on the whole will be sound and wholesome.” 

The Coordinator spoke of the changes in transportation, re- 
ferring to the motor vehicle, aircraft, pipe lines and transmission 
of electric power; the competition which carriers for hire faced 
from those who did their own hauling, and added: 


The changes in ways and means of transportation have already 
had an effect on industrial and social conditions, and they will have 
still more important effects in the future. Certainly they have had 
a great deal to do with the rapid growth of so-called “hand-to-mouth” 
buying, that is, the frequent purchase by merchants of small lots of 
goods instead of accumulating large stocks. They have probably in- 
creased short-haul as compared with long-haul transportation and 
helped to spread the production of manufactured goods throughout 
the country. They have probably increased materially the sum total 
of labor engaged in transportation, although the number of railroad 
employes has decreased very sharply. Clearly they have enormously 
increased the travel habit of the American people. 


Mr. Eastman said the fact was that no form of transpor- 
tation had come anywhere near to its final stage of develop- 
ment, “assuming that there ever will be such a thing as a final 
stage.” He spoke of improvements in the field of highway, 
rail and air transportation, and predicted striking develop- 
ments in the way of lightweight equipment and new types of 
cars and motive power in the railroad field. 

“The prospects in air transportation go beyond, I am sure, 
anything of which my imagination is capable,” said he. 

Along with changes in facilities, service and methods of 
operation, Mr. Eastman said he expected to see “a radical change 
in rates and charges.” 

“The freight rate structure of the railroads in particular 
is the complicated product of conditions of former days,” said 
he. “Many of those conditions no longer exist or have been 
greatly modified. They have been superseded by new conditions 
created or influenced by the new means of transportation. Al- 
ready this freight rate structure shows signs of much disturb- 
ance and unsettlement. It is bound to suffer revision, and order 
will gradually be established on a new and, I hope, much simpler 
basis. The revision will have an important and, perhaps, pro- 
found effect on industrial conditions, but I am not yet clear what 
that effect will be.” 


Government Help 


The Coordinator spoke of the problem created by the over- 
supply of transportation and the evils of competition resulting 
therefrom. Continuing, he said: 


No way has ever been found, anywhere in the world, to correct 
such conditions except by government help. What we all want, of 
course, is a system of transportation for the nation which will fur- 
nish the best possible service as cheaply as is consistent with fair 
treatment of labor and with earnings which will support adequate 
credit and the ability to expand as need develops and to take quick 
advantage of all improvements in the art. This system of trans- 
portation must be in the hands of reliable and responsible operators 
whose charges for service will be known, dependable, and reasonable, 
and free from unjust discrimination. These ends cannot all be at- 
tained without government help. Wise public regulation, well ad- 
minstered, will not restrain enterprise and initiative, but will curb 
the abuses which now and then stand in their way. It is of ad- 
vantage, not only to the general public, but to employes, investors, 
and managements, * * * 

No man of sense wants to stand in the way of the full and free 
development of any form of transportation. But there is a growing 
desire to see the parts of our transportation machine put together 
in such a way that they can operate with the least unnecessary 
friction and with maximum efficiency, to encourage the use of each 
form of transportation where it can function better than any other, 
and to discourage its use where the reverse is the case. * * * 

These and other desirable ends require some general oversight 
of transportation, and only the government can supply this need. 
Public regulation, like everything else, is subject to abuse. It needs 
to be watched, and I hope that you will be among those who will watch 
it. I am not sure what “regimentation”’ is, and I doubt whether those 
who talk most about it know much more than that it is a fine, mouth- 
filling word with a sinister sound. No doubt it may be a danger. 
But those who are most directly concerned with transportation, in- 
cluding those who have their money in it, nearly all agree that there 
is a very proper and necessary place for government regulation. Witb 
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the help of the eternal vigilance of those who are death against 
“regimentation,’”’ I have hopes that we can steer clear of that dread 
menace, whatever it may be. 


New Equipment 


“You may be interested to know the basis for my confi- 
dence that we shall soon see many new and striking develop- 
ments in the way of lightweight equipment and new types of 
cars and motive power for the railroads,’ said he, continuing 
as follows: 


I dislike to use figures, but there are some which seem to me 
to throw light on this matter. They relate to railroad freight serv- 
ice. In 1932, the railroads on the average hauled one ton of dead- 
weight of. car for every ton of freight they carried, taking into 
account joaded car movements only. Reckoning in empty return 
movements of cars also, they hauled 1% tons of dead-weight for 
every ton carried. Taking into account the weight of the locomo- 
tives on loaded and empty movements as well as the weight of the 
cars, they hauled 21/6 tons of dead-weight for every ton carried. 
All cars were loaded, on the average, to 57 per cent of their volume 
capacity and 63 per cent of their weight capacity. Box cars were 
1oaded to only 50 per cent of both forms of capacity. 


Let us turn to another matter. We made a study of the move- 
ments of every freight car which terminated its movement on De- 
cember 13, 1933, finding out just what happened in the course of 
its journey from orign to destination. The average haul was 376 
miles and the average time taken was 144 hours. Of this time, the 
car was in the hands of shipper and consignee for loading and un- 
loading 68 hours; movements in yards consumed 53 hours; and move- 
ments on the road consumed only 23 hours. On the average cars 
were classified 7 times in the course of the journey. By classifica- 
tion is meant the sorting or marshalling of cars for delivery or 
assembly into trains. Considering the length of journey, the move- 
ment from the time the railroad received the car loaded from the 
consignor to the time it delivered it to the consignee for unloading 
average 5 miles per hour. The corresponding time for trucks, so 
far as we could ascertain it, was 15 miles per hour. In 1932, our 
studies showed that yard operations of railroads accounted for about 
54 per cent of their operating expense, and road operations for about 
46 per cent. Total switch engine hours were about 50 per cent greater 
than the engine hours of locomotives hauling trains on the road. 


These figures show, in the first place, the extent to which the 
railroads are burdened by the haul of dead-weight in the movement 
of their traffic, and the figures in this respect for passenger service 
would be much more striking than those which I have given for 
freight service. They show, in the second place, the great part 
which yard operations now play in railroad freight movements. This 
is important, not only from the standpoint of expense, but even more, 
under present conditions, from the standpoint of delay in service. 
One great advantage which motor trucks offer to their patrons, and 
which, account for much of their popularity, is quick, flexible, and 
convenient service. 

The statistics which I have given, in short, portray, at leats to 
my mind, certain definite opportunities for improvement in railroad 
operations which are of great importance under the competitive con- 
ditions which now prevail. Human abilities are such, to say nothing 
of the special abilities of railroad managers and those who manu- 
facture equipment for the railroads, that the mere fact that such 
opportunities exist justifies the prediction that in due course ways 
and means will be found of taking full advantage of them. It is 
not necessary, however, to stop with such reasoning, for there is 
concrete evidence that inventive ability is at work and making good 
progress on these problems. 


Cost of Metals 


The need for light-weight, noncorrosive metals with the requisite 
strength for railroad use has been fully recognized, and much prog- 
ress has been made along several different lines in the development 
of such metals, and also in engineering improvements of types of 
construction which will in themselves have the effect of eliminating 
unnecessary weight. * * * The great need now is for reduction in 
the production costs of these new metals, and there is indication 
that through modern research and production methods that problem 
will eventually yield to treatment. 

The same may be said of the need for more flexible railroad 
operations which will reduce the expense and delays of yardings 
without at the same time adding materially to the expense of road 
haulage. Many improvements in motive power, through use of Diesel 
engines or new means of generating and utilizing steam power, are 
in the experimentai or development stage with the object of securing 
such greater flexibility. At the same time much study is being given 
to the use of motor trucks as a supplement to or substitute for rail 
operations, and particularly as a means of giving better and cheaper 
terminal service. Associated with such use of trucks is the develop- 
ments of containers, interchangeable between all railroads, and be- 
tween railroads, steamships and trucks, which will simplify terminal 
handling and also meet better than existing railroad cars, the needs 
of industry in these days of “hand-to-mouth” buying. These de- 
velopments are still in the making but in my judgment they are 
definitely and clearly on their way. * * * 


The Credit Problem 


The thought may occur to you that these improvements will 
need capital funds and you may inatire where these funds are to 
be procured. It is a fact that railroad credit is now in a sorry state. 
They are heavily burdened with debt, and a good many of them have 
been unable to bear up under the load and are now in receivership 
or bankruptcy. It may be expected that these roads will in due 
time he financially reorganized in a way that will much improve 
their credit position, and in the meantime it is possible to provide 
funds through the use of receiver or trustee certificates for purposes 
which will add to the earning power of the properties. With the 
improvement of business and traffic conditions which seems to be 
under way, roads not in receivership or bankruptcy may find their 
credit improved. Fortunately, investments in railroad rolling stock 
can be financed in ways which permit of the equipment itself as 
special security for the funds supplied. If conditions do not change 
for the better sufficiently so that private credit will meet the needs. 
resort to government credit is always possible. In my judgment such 
loans are especially defensible for improvements to railroad prop- 
erties which will enhance their earning power and at the same time 
increase employment and stimulate general business conditions. 
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The impaired financial and credit position of the railroads has 
already retarded their improvement and it may continue to he, 
difficulty. However, it is a difficulty which will be overcome jn One 
way or another. Funds will in the end be provided from some Source 
as and when it can be shown definitely that improvements are jo: 
sible which will give the country better service and either adq , 
revenues or reduce expenses or both. For my own part, I am per. 
suaded that it will be possible to show this definitely soon, if, indeeg 
it cannot be shown now. 

The way ahead in transportation may not be altogether cle, 
and certain, but we can be sure that there are all manner of oppor. 

*tunities for progress and that a fair share of these opportunitig 


will be realized. 
RAIL PASS INQUIRY 


The Traffic World Washington Bureay 


The Commission’s call for statistics showing the issuance 
of and receipt of free passes and free tickets (see Traffic World, 
November 30, p. 940) is intended to develop the cost of th 
free transportation, if possible, as well as to lay the statistica) 
foundation for disclosure of the issuance of passes by a carrier 
to employes of another carrier though the management of the 
first-mentioned has made no request for such free transporta. 
tion for its own employe or class of employes. The rules of 
the Commission permit such issuance under specified conditions, 

Though it is not admitted to be the fact, it is understood 
that observations made by Coordinator Eastman’s section of 
transportation service in a report dated January 17, 1935, con. 
stitute one of the main reasons for the order of the Commis. 
sion requiring carriers to report, for each quarter in 1936, 
the number of passes issued by them and the number of passes 
requested by them from other carriers. No such data have ever 
before been gathered, it is said. 

Under the caption “free transportation,’ page 87, the Co 
ordinator’s Section of Transportation service said: 





Guests in Pullman cars paying for reserved accommodations, 
but traveling on free rail transportation, traveled 700,000,000 miles 
in 1933. . . . No record was kept of passenger miles. It is quite clear 
that at least 16 per cent and possibly twice that amount of the total 
rail passenger transportation is furnished gratis. At the 1933 average 
fare this was equivalent to at least $50,000,000, or one-fourth of the 
passenger service deficit! (See Traffic World, January 26, p. 149.) 


The Commission has never gathered statistics as to the 
number of passes issued each year by the railroads. However, 
an unofficial estimate is that 2,000,000 annual or term passes are 
being issued each year. Another estimate is that other forms of 
passes, coupon pass books, punch cards, etc., and trip passes, are 
issued to the extent of about 5,000,000, making a total of 7,000,000 
each year. Among the men who worked on the passenger 
traffic report issued by Coordinator Eastman’s Section of Trans- 
portation Service it is “guessed” that it cost about 10 cents to 
issue a pass, that cost covering clerk hire, ink, and paper. On 
such a basis the annual cost of issuing passes, without any 
regard to the value of the transportation obtained on such passes, 
would be $700,000. Reduction in the number of passes might 
not result in a proportionate reduction in cost, but the thought 
prevails among those who have been dealing with the sub- 
ject, that if the number of passes were cut to one-half there 
would be an annual saving of at least $250,000. 

As to passes issued by Railroad A to employes of Railroad 
B. without request on the part of the management of Railroad 
A, the suggestion is that such passes are issued with a view 
to obtaining the good offices of recipients of such passes il 
the routing of unrouted freight and passengers for the railroad 
extending such “courtesies.” The practice of one railroad is- 
suing passes to the employes of another without request from 
the supervisory officers of the recipient carrier employes is be 
lieved to be so general that that method of buying traffic from 
the employes of a particular carrier defeats itself because of 
the general indulgence by carriers in that practice, the only 
result being the free transportation of employes and their 
families, who, in the ordinary course of business, would not be 
able to command such transportation by request of their sl 
pervisory officers. 

The order of the Commission requires the making of qual: 
terly reports to show the number of passes issued and the 
number of passes requested for employes by the reporting rail- 
road. The instructions require the reporting for the first quar 
ter of 1936 of the free transportation issued and requested prior 
to January 1, 1936, for use in 1936. The report for the last 
quarter of 1936, the instructions say, shall exclude the free 
transportation issued and requested in 1936 for use in 1937. 

Under the part relating to the passes issued the reportins 
railroad is required to report the number issued by the re 
spondent for employes only; for employes and families and 
dependents only; the number issued to employes of other class 
I steam railways, excluding switching and terminal companies 
divided in the same way; employes of all other railways, and 
all switching and terminal companies, divided in the same W4&Y; 
employes of all carriers, not railways (including Pullman, ex 
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press, highway, and waterway carriers, divided in the same 
way; live stock caretakers and others provided for in published 
tariffs; contractors and their employes engaged in work for the 
respondent; government officials (federal, state, and municipal) 
eleemosynaries, clergy, educators, etc., and all others. The 
grand total of free transportation issued is to be shown. 

Each respondent is to show the passes requested by it for 
its employes from other class I steam railways, excluding switch- 
ing and terminal companies; from all other railways and all 
switching and terminal companies, and from other carriers, nut 
railways (including Pullman, express, highway, and waterway 
carriers, etc.). 

The respondents are to make totals of issues to employes 
of other carriers and grand totals for free transportation issued 
and free transportation requested. 

As in the case of other reports required by orders of the 
Commission, these quarterly reports are to be under oath. The 
reports are to be for 1936 but not thereafter until there may 
be a further order. 

Issuance of passes by Railroad A to Railroad B, without 
request by Railroad A, is provided for in the regulations to gov- 
ern the forms and recording of passes prescribed by the Commis- 
sion, on observance of conditions therein set forth. Rule 24, 
under the caption “requests for passes,” says that carriers may, 
at their option, permit their principal officers fo furnish passes 
to officers and employes of other carriers, and to members of 
their families who are not prohibited the use of passes, pro- 
vided that acknowledgements be taken from the persons to 
whom or on whose account the passes are issued, or from an 
officer whose name has been filed with the Commission, of the 
carrier on whose account the passes are issued; and provided 
that notices be given the carriers on whose account the passes 
are issued through the officers of such carriers ordinarily au- 
thorized to issue requests on other carriers for passes and pro- 
vided, further, that the records of the issuing carriers show on 
whose authority the passes are issued. 

Rule 25 says that notices to other carriers advising of the 
issuance of passes without written requests must be made in 
duplicate, or legible impression copies must be taken of them 
and the duplicates or impression copies must be retained by the 
issuing carrier. 

The rules, it is believed, safeguard the issuance of passes, 
if the higher officers of each railroad are interested in knowing 
what is being done by those in charge of the issuance of passes. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 30, 
which included the Thanksgiving holiday, totaled 570,427 cars, 
76,076, or 11.8 per cent, under the preceding week, but 82,242, 
or 16.8 per cent, above the corresponding period last year and 
70,831, or 14.2 per cent, above the same week in 1933. All three 
years included the holiday. For the second time this year load- 
ing exceeded the corresponding week in 1931 by more than 
10,000 cars. Miscellaneous loading totaled 228,278 cars; mer- 
chandise, 137,846; coal, 120,276; coke, 7,777; grain and products, 
30,162; live stock, 13,026; forest products, 25,954; ore, 7,108. 

Revenue freight loading the week ended November 23 
totaled 646,503 cars (see Traffic World, Nov. 30), according to 
the Association of American Railroads. All districts reported 
increases for that week in the number of cars loaded with 
revenue freight compared with the corresponding week last year. 
All districts also reported increases compared with the corre- 
sponding week in 1933. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 
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en Sori cand osksseeee 3,035,153 3,084,630 2,926,247 
2. § 2 ye ee 2,228,737 2,351,015 2,498,390 
© We BE ois skis occ ccc ce 3,102,066 3,072,864 3,204,919 
4 weeks in September ............. 2,631,558 2,501,950 2,567,071 
4 weeks in OctODer ....cceccccccces 2,881,924 2,534,940 2,632,481 
WGK OF DHGVGMNOCF FD . woe ccccceccns 680,662 613,048 614,136 
Week of November 9 ............. 653,525 594,790 583,073 
Week of November 16 ............. 628,330 585,034 602,708 
Week of November 23 ............. 646,503 561,942 585,738 
EE edh a6 ttecKaet ides csbawe away 28,629,362 28,252,206 26,632,816 


Revenue freight loading by districts the week ended Novem- 
ber 23 and for the corresponding period of last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 6,151 and 4,707; live 
stock, 1,465 and 1,623; coal, 28,889 and 25,805; coke, 2,184 and 1,374; 
forest products, 1,270 and 1,166; ore, 1,372 and 521; merchandise, L. 
Cc. L., 41,549 and 41,255; miscellaneous, 61,733 and 45,670; total, 1935, 
144,613; 1934, -122,121; 1933, 132,525. 

Allegheny district: Grain and grain products, 3,469 and 2,941; live 
stock, 1,077 and 1,429; coal, 30,052 and 31,215; coke, 3,428 and 1,876; 
forest products, 836 and 802; ore, 3,142 and 1,110; merchandise, L. C. 
L., 30,382 and 29,577; miscellaneous, 51,447 and 38,833; total, 1935, 
123,833; 1934, 107,783; 1933, 113,405. 

Pocahontas district: Grain and grain products, 284 and 290; live 
stock, 168 and 135; coal, 33,607 and 28,667; coke, 418 and 446; forest 
products, 654 and 513; ore, 174 and 147; merchandise, L. C. L., 5,494 
and 5,373; miscellaneous, 5,979 and 5,031; total, 1935, 46,778; 1934, 
40,602; 1933, 38,701. 

Southern district: Grain and grain products, 2,249 and 2,252; live 
stock, 1,087 and 1,478; coal, 16,107 and 14,515; coke, 341 and 227; for- 
est products, 8,843 and 6,342; ore, 723 and 335; merchandise, L. C. L., 
27,879 and 28,442; miscellaneous, 35,415 and 32,297; total, 1935, 92,644; 
1934, 85,888; 1933, 83,705. 

Northwestern district: Grain and grain products, 10,244 and 7,112; 
live stock, 3,699 and 4,697; coal, 7,627 and 6,651; coke, 1,167 and 543; 
forest products, 8,007 and 5,337; ore, 2,788 and 233; merchandise, L. 
Cc. L., 19,029 and 18,961; miscellaneous, 28,060 and 24,903; total, 1935, 
80,621; 1934, 68,437; 1933, 67,896. 

Central Western district: Grain and grain products, 7,564 and 
6,860; live stock, 6,093 and 7,780; coal, 12,181 and 9,957; coke, 173 and 
167; forest products, 4,957 and 3,382; ore, 1,672 and 1,115; merchandise, 
L. C. L., 24,279 and 22,891; miscellaneous, 43,719 and 34,742; total, 
1935, 100,638; 1934, 86,894; 1933, 98,009. 

Southwestern district: Grain and grain products, 3,397 and 3,797; 
live stock, 1,819 and 2,017; coal, 4,086 and 3,460; coke, 132 and 128; 
forest products, 4,003 and 2,626; ore, 262 and 189; merchandise, L. C. 
L., 12,479 and 12,604; miscellaneous, 31,198 and 25,396; total, 1935, 
57,376; 1934, 50,217; 1933, 51,497. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first ten 
months of 1935 had a net railway operating income of $397,- 
458,232, which was at the annual rate of return of 1.79 per 
cent on their property investment, according to reports filed 
by the carriers with the Bureau of Railway Economics of the 
Association of American Railroads. In the first ten months of 
1934 their net railway operating income was $393,922,090, or 
1.76 per cent on their property investment, according to the 
bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

This compilation as to earnings for the first ten months of 1935 
is based on reports from 145 Class I railroads representing a total 
of 237,757 miles. 

Gross operating revenues for the first ten months of 1935 totaled 
$2.852,939,288, compared with $2,757,083,289, for the same period in 
1934, an increase of 3.5 per cent. Operating expenses for the first ten 
months of 1935 amounted to $2,149,186,962, compared with $2,047,048,874, 
for the same period in 1934, an increase of five per cent. 

Class I railroads in the first ten months of 1935 paid $204,300,132 
in taxes, compared with $208,605,961 in the same period in 1934, or a 
decrease of 2.1 per cent. For the month of October alone, the tax 
bill of the Class I railroads amounted to $21,685,190. an increase of 
$1,134,512 or 5.5 per cent above the same month in 1934. 

Twenty-seven Class I railroads failed to earn expenses and taxes 
in the first ten months of 1935. of which nine were in the eastern 
district, five in the southern and thirteen in the western district. 

Class I railroads for the month of October alone had a net rail- 
way operating income of $75,425,092, which, for that month, was at 
the annual rate of return of 2.28 per cent on their property invest- 


Revenue Freight Car Loading—Week Ended Saturday, November 23 


; 1935 1934 1933 
€ weeks in JAMUATY .....60.00ccsece 2,170,471 2,183,081 1,924,208 
4 weeks in February ...........000- 2,325,601 2,314,475 1,970,566 
CORD: TR. END: 5.45.0 20.040000008 3,014,609 3,067,612 2,354,521 
POOREST GE ois kc st sss ewsscasd 2,303,103 2,340,460 2,025,564 
OED. WW) DS ois on os ccccecseckens 2,327,120 2,446,365 2,143,194 
Grain and Live 
grain prod. stock Coal 
{ 1935 33,358 15,408 132,549 
TOCRl OU GU once vakecd scans 4 1934 27,959 19,159 120,270 
: { 1933 32,140 17,607 129,067 
Preceding week Nov. 16 ......... 1935 29,133 17,138 122,409 
Per cent increase over .......... 1934 19.3 10.2 
Per cent decreaSe under ........ 1934 19.6 
Per cent increase over .......... 1933 3.8 2.7 
Per cent decrease under ......... 1933 12.5 
: (1935 1,437,905 650,323 5,504,804 
Cumulative 47 weeks to Nov. 2331934 1,520,413 993,115 5,515,814 
1933 1,530,432 811,386 5,114,834 
Per cent increase over .........- 1934 
Per cent decreaSe under ........ 1934 5.4 34.5 S 
Per cent increase over .......... 1933 7.6 
Per cent decrease SNES Dia'y.c.6 vidio» 1933 6.0 19.9 





Per cent to 15 year average 78.7. 


Forest Mdse. 

Coke products Ore L.C.L. Miscellaneous Total 
7,843 28,570 10,133 161,091 257,551 646,503 
4,761 20,168 3,650 159,103 206,872 561,942 
6,585 23,148 4,529 165,102 207,560 585,738 
7,120 26,049 12,280 159,172 255,029 628,330 
64.7 41.7 177.6 1.2 24.5 15.0 
19.1 23.4 123.7 84 24.1 10.4 
304,986 1,253,298 965,421 7,397,649 11,114,886 28,629,362 
304,143 1,057,083 777,426 7,523,154 10,561,058 28,252,206 
264,518 1,008.892 728,515 7,701,472 9,472,767 26,632,816 
3 18.6 24.2 1.7 5.2 1.3 
15.3 24.2 32.5 ‘i 17.3 7.5 
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@ Racing eastward from Chicago, even as you read this, are fast 





Erie trains on which New York and many another eastern city 
depend for fresh fruit, vegetables and other market products for 


tomorrow’s dinners. 


These trains maintain the fastest freight schedules known between 
Chicago and New York, and failure to make scheduled deliveries 
is practically unknown. 


In the early morning hours, metropolitan New York produce men 
gather at Erie piers for the daily food products sales. These 
buyers bank on Erie dependability. It means dollars to them— 


e 


and dinners for New York. 





The Erie travels fast—and travels on time. Whether it’s meats 





or machinery, spinach or steel, cantaloupes or coal, this fact can 






save you money and trouble no matter what you buy or sell. You 






can depend on the Erie. ‘Call your Erie representative. 
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ment. In October, 1934, their net railway operating income was $49,- 
336,307, or 1.48 per cent. 

Gross operating revenues for the month of October amounted to 
$341,017,864, compared with $292,910,284 in October, 1934, an increase 
of 16.4 per cent. Operating expenses in October totaled $232,515,601, 
compared with $211,963,281 in the same month in 1934, or an increase 
of 9.7 per cent. 

Eastern District 


Class I railroads in the eastern district for the first ten months 
in 1935 had a net railway operating income of $248,704,718, which 
was at the annual rate of return of 2.38 per cent on their property 
investment. For the same period in 1934, their net railway operating 
income was $231,844,375, or 2.22 per cent on their property investment. 
Gross operating revenues of the Class I railroads in the eastern 
district for the first ten months in 1935 totaled $1,446,203,483, an in- 
crease of 3.3 per cent, compared with 1934, while operating expenses 
totaled $1,044,659,970, an increase of 3.4 per cent above the same 
period in 1934. 

Class I railroads in the eastern district for the month of October 
had a net railway operating income of $37,340,014, compared with $25,- 
502,628 in October, 1934. 

Southern District 


Class I railroads in the southern district for the first ten months 
of 1935 had a net railway operating income of $42,793,020, which was 
at the annual rate of return of 1.59 per cent on their property invest- 
ment. For the same period in 1934, their net railway operating income 
amounted to $43,656,941, which was at the annual rate of return of 
1.61 per cent on their property investment. Gross operating revenues 
of the Class I railroads in the southern district for the first ten 
months in 1935 amounted to $354,795,940, an increase of 4.1 per cent, 
compared with the same period in 1934, while operating expenses 
totaled $279,695,052, an increase of 6.1 per cent. 

Class I railroads in the southern district for the month of October 
had a net railway operating income of $7,143,206, compared with 
$4,108,862 in October, 1934. 


Western District 


Class I railroads in the western district for the first ten months 
in 1935 had a net railway operating income of $105,960,494, which was 
at the annual rate of return of 1.16 per cent. For the same ten months 
in 1934, the railroads in that district had a net railway operating 
income of $118,420,774, which was at the annual rate of return of 1.29 
per cent. Gross operating revenues of the Class I railroads in the 
western district for the first ten months period in 1935 amounted to 
$1,051,939,865, an increase of 3.6 per cent above the same period in 
1934, while operating expenses totaled $824,831,940, an increase of 6.7 
per cent compared with the same period in 1934. ; 

For the month of October alone, the Class I railroads in the 
western district reported a net railway operating income of $30,941,872, 
compared with $19,724,822 for the same roads in October, 1934. 


CLASS I RAILROAD—UNITED STATES 
Month of October 


% of In- 

1935 1934 crease 

Total operating revenueS............ $ 341,017,864 $ 292,910,284 16.4 

Total operating expenses........... 232,515,601 211,963,281 9.7 

| i ae re rer 21,685,190 20,550,678 5.5 

Net railway operating income...... ~ 75,425,092 °49,336,307 52.9 
Operating ratio—per cent .......... 68.18 72.36 

Rate of return on property invest- 
SS Re fe See are 2.28% 1.48% 
Ten Months Ended October 31 

% of In- 

1935 ; 1934 crease 

Total operating revenues......... *,. .$2,852,939,288 $2,757,083,289 3.5 

Total operating expenses........... 2,149,186,962 2,047,048,874 5.0 

| EERE Pere ree 204,300,132 208,605,961 Br 


Net railway operating income...... 
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Rate of return on property invest- 

ment 


393,922,090 
74.25 
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S. P. FRISCO-L. A. SERVICE 


Further reductions in the running time of merchandise 
freight trains between industrial cities of the far west have 
been made by the Southern Pacific (see The Traffic World, July 
6, p. 25). Earlier in the year.the railroad cut the running time 
between San Francisco and Los Angeles from twenty to six- 
teen hours. The recent new train, the Overnight, cuts that 
time to thirteen hours. 


The new overnight service is the result of demands of 
San Francisco and Los Angeles merchandise shippers for faster 
freight service, coupled with a determination on the part of 
the Southern Pacific’s traffic men to win back some of the mer- 
chandise traffic they have lost to the trucks. Trucking com- 
panies were offering a fifteen-hour service at rates slightly under 
the rail rates between the two cities, which were 90 cents first 
class and 75 cents second class. Those rates are being main- 
tained under the new service with store-door pick up and de- 
livery included. The Overnight is made up entirely of baggage 
cars. 

Cars made up at Oakland, containing merchandise from 
East Bay points, meet at San Jose the train that leaves San 
Francisco in the early evening. At San Jose the train picks 
up a car loaded at that point. Cars are dropped off at San Luis 





Obispo and Santa Barbara en route and the train arrives at 
Los Angeles 8:10 the following morning. 

On the trip from Los Angeles a car is dropped at San Luis 
Obispo, cars for San Jose, Oakland, and East Bay points are cut 
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out at San Jose, and the train arrives San Francisco 8:45 a. nh 
The Oakland cars arrive at 9:17 a. m. Immediately on arrival th 
freight is picked up by Pacific Motor Transport Company truci 
and delivered to consignee. 

The problem of waybill handling was a stumbling block q 
there was no way, by ordinary methods, to get waypbills to 
points of destination ahead of the train. An alternate waypjj 

* form was worked out and equipment was installed to hand, 
the transmission of waybills by telegraph instead of with th 
cars or by mail, an uncommon practice in railroading. Multiply 
printers, operating at the rates of sixty words a minute, wep 
installed in the telegraph offices at San Francisco and Lg 
Angeles and all waybills for merchandise aboard the Overnigh; 
are handled by wire after the train is well on its run and ap 
in the hands of freight agents at destination long before jt 
arrival. 

After the Overnight pulls out, a messenger rushes the oy. 
bound waybills to the telegraph department where they ap 
copied on the telegraph printer and transmitted. The receiyin 
machines are equipped with a hectograph ribbon and the orig 
inal copy goes to a ditto machine, where seven of the inbouj 
waybills are run off and delivered by messenger to the freigh; 
stations. 

Traffic officials of the Southern Pacific agree that the ney 
service has made a decided increase in the merchandise tonnag 
carried by the railroad. 


CLASSIFICATION SIMPLIFICATION 


Editor The Traffic World: 

We have noticed with a great deal of interest the letter 
being published in The Traffic World for and against the classi. 
fication committee. We wonder at times whether the partie 
criticizing it realize the enormous amount of work and thought 
that is required of it. 


As a whole, we consider the Consolidated Classification a 
wonderful piece of work. We have checked it through several 
times and every time we do so believe we can somehow under. 
stand what the committee is up against, when getting out one 
of these classifications. Naturally, all shippers and traffic map 
agers want the best rating they can get, while, on the other 
hand, the committee certainly has to look out for the interests 
of the carriers by which it is employed. Just think what the 
classification committee is up against or what it has to know 
in trying properly to classify everything that moves by freight 
in order to be fair to all parties concerned. 


Several years ago we remember a certain party, who hon- 
estly believed he had patented a candy container that could not 
be opened and pilfered, but Mr. Fyfe told him he did not be 
lieve he had very much of a safety contrivance, but, it being 
in the morning, told him to come back at 2:30, when he could 
have a hearing. When the party returned in the afternoon Mr. 
Fyfe requested him to open the package, which he did and, 
to his surprise, he found a letter in there that had been written 
by the committee in his absence, stating that it did not think 
very much of his lock, as it had, with a simple six-penny nail, 
picked the lock, written the letter, put it in, and closed it w 
again. The party was very much chagrined, but stated he felt 
sure he had a safe container and we believe-to this day he was 
sincere and honest about his patent. 


Just think of the numerous and various kinds of containers 
and shipments on which the committee has to decide what rat: 
ing should govern. We have had the pleasure of knowing Mr. 
Fyfe and his committee for many years, as well as the easter 
and southern committees and we have always found it a pleasure 
to work with them and, wherever possible, believe they have 
granted our requests for a change in classification or ratings 
when it was consistent with their policy to do so. Not always 
have we gotten what was wanted or desired and, in fact, quite 
often we were, so to express it, “cracked right between the 
eyes,” and we believe our experiences are similar to that of 
most all other shippers and traffic managers in the country. 

We believe Mr. Fyfe and the other committees are sincere, 
honest, and fair in their dealings with the shippers and traffic 
managers and doing their level best to handle what we believe 
to be one of the toughest jobs in the country. 

Charles Sizemore, Secretary and Traffic Manager, 
American Association of Nurserymen. 
Louisiana, Mo., Dec. 4, 1935. : 





The abstracts of tariff filings, rejections, suspet 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Industrial Traffic Management 


Twelfth of Thirty-Six Articles by G. Lloyd Wilson, Professor of Transportation and Public 
Utilities, University of Pennsylvania, and Chairman, Committee on Education and 
Research, Associated Traffic Clubs of America—Rates and Traffic Management 


department in dealing with freight rates and rate prob- 

lems is generally considered by traffic managers to be the 
core of industrial or commercial traffic work. The charges paid 
by shippers or consignees to the rail, railway express, freight 
forwarding, water, motor, and air transportation companies for 
their services in connection with the movement of traffic to or 
from the plants and warehouses of the industrial establish- 
ments, are of fundamental importance to the efficient operation 
of the industries. 

Rate divisions of typical industrial and commercial traffic 
organizations perform several distinct but related functions. 
First, the typical rate division or desk obtains rate quotations 
from the carriers, either from the tariffs of the carriers kept 
in the tariff files of the industrial or commercial traffic depart- 
ment, or from information obtained by correspondence, tele- 
phone conversation, or personal interview with the representa- 
tives of the carriers at the local or general freight offices. — 

Second, rate divisions quote rate information sO obtained 
to the various departments of the companies requiring rate 
information, including the sales and purchasing departments 
which require rate data for their guidance in entering into 
sales agreements or placing orders, and the export, import, 
advertising, accounting, executive, and other departments of 
the organizations that need rate information. In some instances, 
rates must be quoted to customers and suppliers, or those with 
whom the industry is seeking to deal. 

Third, typical rate divisions prepare rate tabulations and 
other rate studies showing the rates of freight paid by the 
companies or their competitors on their comparable freight 
traffic to be used for purposes of comparison in cost studies, 
in the preparation of rate cases before regulatory commissions, 
in the presentation of complaints before the carriers, for the 
collection of reparation claims, and for the guidance of the 
sales, purchasing, and other departments of the companies. 

Fourth, rate studies and analyses are made of past, present, 
and proposed rates to be used in comparisons of rates paid 
or to be paid upon comparable traffic in the past, present, and 
future. The effects of freight rates are studied in order to 
assist the traffic departments in obtaining rates that are 
reasonable and that do not impose unreasonable burdens upon 
the business of the companies. 

Fifth, rate divisions audit freight bills presented by rail, 
railway express, water, motor, and air carriers, and freight 
forwarders for their transportation services. If the bills are 
found to be correct they are approved for payment, but those 
containing incorrect rates, weights, descriptions, ratings, or 
extensions are either adjusted with the carriers before pay- 
ment or overcharge claims are filed against the carriers. 


These functions, though fairly distinct, constitute a group 
of allied functions, all of which are related to one problem 
with which industrial and commercial traffic must deal—the 
problem of obtaining adequate transportation at just and 
reasonable rates. The duties of rate divisions of industrial and 
commercial traffic departments overlap—to some extent, at 
least—the work of other divisions. The information obtained 
and compiled in the rate divisions is frequently used by other 
branches of traffic departments in connection with their 
respective duties. The work of the rate division is frequently 
supervised closely by the traffic managers or assistant traffic 
managers. The successful performance of rate work requires 
general familiarity with rate adjustments in all rate territories 
and particular knowledge of rates on the commodities in which 
the companies deal, as well as proficiency in the use and 
interpretation of tariffs. 


Rate Quotations 


__ Industrial and commercial traffic departments of size and 
Importance usually maintain adequate tariff files but, even in 
such cases, it frequently becomes necessary to supplement this 
Source of rate information or to verify the rates checked from 
the tariffs by obtaining rate quotations from the freight depart- 
ments or local representatives of the carriers. Quotations are 
sometimes obtained in case of large movements of freight even 
when rates can be checked from the tariff files and there 
appears to be no doubt about the accuracy of the information. 
Careful industrial and commercial rate men, as well as those 


Ts work of the typical industrial or commercial traffic 


of the carriers, prefer to compare their own work with that 
of others. The probability of error is materially reduced if 
several persons working independently check the same rate. 
Rates to or from unfamiliar points or commodities that cannot 
be checked readily from tariffs on file in the departments must 
also be obtained from the carriers in any one of several ways. 


Rate quotations are often obtained by telephone from the 
local freight stations or nearby district, division, or general 
freight offices of the carriers. Quotation clerks of the industrial 
traffic departments call on the carriers’ rate clerks for rate 
data which they lack or to confirm data checked from the 
tariffs on file. One man is usually made responsible for all such 
quotations and requests for written confirmation are usually 
made at the time the quotations are sought, if permanent rec- 
ords are necessary. Confirmations are usually requested so that 
the risk of error may be reduced and so that incorrect quota- 
tions can be traced to the persons responsible for them. Tele- 
phone quotation forms are sometimes used to guide the rate 
clerks and to serve as written memoranda of the quotations, 
to be confirmed later by the carriers. 


Rate quotations not so urgently needed as to necessitate 
telephone calls may be requested by post-card addressed to the 
offices of the carriers. Many industries are located at points 
on the lines of the railroads at considerable distances from 
the carriers’ district or general freight offices, so that telephone 
calls, except for urgently needed rates, are impracticable, In 
such cases, the mailg are used, Printed post-card forms are 
sometimes used in place of letters in the interests of economy 
in labor and postage. Carbon copies of the requests are fre- 
quently kept so that they may be followed up if the informa- 
tion is not received within a reasonable time. ‘“Tickler” files 
may be used to bring the requests again to the attention of 
the rate clerks at the end of the period within which replies 
should be received. When the replies are received, the copies 
of the request are removed from the files and the data are 
used. If replies are not received by the time expected, reminders 
are sent to the carriers. If several routes are available, requests 
may be sent to several carriers so that the quotations may be 
compared. Space is sometimes provided on the request for 
answers so that the carriers may reply by filling in the blank 
spaces. Stenographic expense is saved them in this way. 


The same result is accomplished in another way by the 
use of duplex postal card forms. Standard double postal cards 
are printed so that the original card may be filled in by the 
rate clerks of the industrial traffic departments with little 
trouble, while the duplex portions of the cars are printed in 
outline form so that the desired information may be inserted 
easily by the carriers’ rate clerks. The return cards are usually 
printed with the addresses of the requesters. 


Rate information may also be obtained by letter. Individually 
dictated and typed letters may be sent to the offices of the 
carriers requesting the desired information. This method is 
ordinarily used in obtaining more important quotations or in 
requesting information that cannot be readily obtained by form 
communications. Mimeographed or printed form letters are 
often used, particularly in cases where rates on several com- 
modities or between several points are desired. Different types 
of form letters are used by industrial and commercial traffic 
departments. One common form contains a request for the 
rate information sought drawn up in outline form to be filled 
in by the carrier’ clerk and returned to the requester. Another 
type of form letter is mimeographed or printed on letter-sized 
paper perforated so that the lower half may be detached. The 
upper half contains the request for the rate information re- 
quired and the lower half is printed in outline form so that 
the rate office of the carrier of which the information is sought 
may fill in the information, detach the lower half oi the letter, 
and return it to the requester. 


Form letters of any sort save time and labor for the indus- 
trial traffic department and duplex forms, such as the latter 
type of form letter and the duplex postal card rate request 
form, save the carriers quoting rates a considerable amount of 
time and labor, making possible quicker and easier replies to 
rate inquiries. 

Another method of obtaining rate quotations is by requests 
made of the soliciting freight representatives of railroads, water 
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lines, express companies, forwarding companies, motor trans- 
port lines, or air express lines, when they call to solicit traffic 
for their respective companies. Quotations, thus requested, are 
usually confirmed in writing by the freight department rate 
offices of the carriers. 


Responsibility of Carriers for Rate Quotations 


Rates quoted by the rail carriers subject to the interstate, 


commerce act by their rate clerks, traffic representatives, or 
officers, are not binding price offers in the legal sense. The 
law is explicit that the only lawful rate applicable on given 
traffic between given points at any one time in interstate com- 
merce is the rate named on such traffic in the tariffs of the 
carriers filed with the Commission.* Verbal or written rate 
quotations either higher or lower than the rates named in the 
effective tariffs do not alter the fact that the tariff rates govern. 
Rate quotations in writing by carriers subject to the inter- 
state commerce act that cause financial loss to the persons 
using the rates are, however, finable offenses. The interstate 
commerce act, as amended, provides: 


If any common carrier, subject to the provisions of this act, 
after written request made upon the agent of such carrier, herein- 
after in this section referred to, by any person or company for a 
written statement of the rate or charge applicable to a described 
shipment between stated places, under the schedules or tariffs to 
which said carrier is a party, shall refuse or omit to give such 
written statement within a reasonable time, or shall misstate in 
writing the applicable rate, and if the person or company making 
such request suffers damage in consequence of such refusal or 
omission or in consequence of the misstatement of the rate, either 
through making the shipment over a line or route for which the 
proper rate is higher than the rate over another available line or 
route, or through entering in any sale or other contract whereunder 
such person or company obligates himself or itself to make such 
shipment of freight at his or its cost, then the said carrier shall 
be liable to a penalty of two hundred and fifty dollars, which shall 
accrue to the United States and may be recovered in a civil action 
brought by the United States. 


The provisions of this paragraph, it will be noted, apply 
to all carriers subject to the interstate commerce act. Thus, 
railroads, express companies, and rail and water lines par- 
ticipating in the through movement of traffic “partly by rail 
and partly by water when both are used under a common con- 
trol, management or arrangement for a continuous carriage 
or shipment,” engaged in interstate commerce, are bound by 
the provisions of the act. 


Carriers subject to the act, it should be noted, must within 
a reasonable time supply rate quotations to anyone requesting 
them. Industrial traffic managers, therefore, are well within 
their rights in requesting all the rate information they need 
whenever it is needed. The penalty clause, while it does not 
provide for the reimbursement of shippers sustaining financial 
losses as the result of misquotations by the carriers, neverthe- 
less has the effect of putting the carriers on their guard in 
quoting rates in writing accurately and promptly. 


Making Rate Information Available 


Rates that are regularly used are often transcribed from 
tariffs, quotation letters, and other sources to index files so 
that the information may be available for those of the depart- 
ment who use rates frequently, including the quotation clerks, 
routing clerks, and freight bill auditors. It is impracticable 
for those using the same rates repeatedly to consult tariffs or 
correspondence each time they use them. The practice of 
attempting to memorize frequently-used rates is often resorted 
to by industrial as well as railroad rate clerks, but such a 
gourse is dangerous, because rate changes on certain com- 

: ~<ities occur so often that it is foolhardy for rate clerks to 
“<wlatively » “7srries when slight mistakes are likely to cause 
Sreat logs. 


number 


and easy refe-, vf devices are used to file rate data for quick 


trial ang ¢, rence. File index cards are used in many indus- 
These cay” -mmercial departments to record rate information. 
Points p»” .ds show the commodity, method of packing, rates, 
Other vr origin and destination, carload minimum weight, and 
mo” similar data. These may be filed alphabetically by com- 
PP «ty, while another set of class rate cards may be used to 

sow the class rates from points of origin where most of the 
concern’s inbound traffic originates and to the points where 
large quantities of the outbound traffic are destined regularly. 
These class rate cards may be filed alphabetically according 
to points of origin or destination. 

Printed form cards of various sizes and with varying de- 
grees of detailed information are used by other departments, 
while loose-leaf rate books sometimes are used in place of card 
indexes in others. A number of copies of the cards or books 
are prepared sufficient to supply a desk set for all members 
of the department who use rate information regularly. Any 


*Interstate commerce act, section 6, paragraph 11. 
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rate index system must be supervised carefully by competent 
rate clerks if it is to be successful, Many departments use they 
systems successfully by delegating the task of preparing and 
supervising the files to the rate statistician or to the chig 
rate clerk, who examines the cards or books periodically an 
makes special checks every time a rate change is noticg 
When so supervised and checked against inaccuracies, raj, 
index systems are great time and labor savers. 

Rate information, obtained in the ways outlined above apj 
prepared for the use of the members of the traffic departmey 
in their rate, service, and claim work, is also used by th 
department in making rate quotations to the purchasing, adye. 
tising, accounting, export, and sales departments of the cop. 
pany, as well as to suppliers and customers. This branch o 
service is one of the important cooperative functions of th 
traffic department. 


Rate Quotations to Suppliers and Customers 


Industrial traffic departments frequently supply rate info. 
mation to suppliers or customers of the concern. This servic 
to the customers is an important part of the assistance rep. 
dered by traffic departments to sales and purchasing depart. 
ments, for it develops good will for the companies and assist 
in effective distribution and supply. 

Customers in some cases require rate data so as to confirm 
the rates from the factories to their stores or warehouses tha} 
have been checked by their own traffic departments. In stjj 
other cases, one traffic manager may wish to obtain the benefit 
of another’s assistance in preparing rate analyses or tabula 
tions to be used as exhibits in rate adjustment cases. Again, 
a customer may wish to check his costs, including all freight 
and handling charges to destination, from all of the concer; 
from which he is buying goods so that a bid from a competitor 
may be properly analyzed and compared with prices at which 
similar goods are available elsewhere. The traffic departments 
of the sellers are able to render valuable assistance to the 
sales departments and services of this character are reflected 
in increased sales. 

Suppliers in some cases are furnished with rate informa. 
tion, particularly in cases where the buyers ask for bids to 
supply goods at delivered prices. 

Rate information is communicated to customers, suppliers, 
and others outside the industry by telephone conversations, in- 
terviews, or correspondence. Ordinary rate quotations, if made 
by telephone or in the course of personal interview, are fre- 
quently confirmed by form quotation letters similar to the forms 
used in inter-office rate correspondence. Special information 
not lending itself to outlines of forms is communicated by indi- 
vidually prepared letters. 

A number of progressive industrial traffic departments sup 
ply rate information to the customers of their concerns without 
requests for such service. Some industrial traffic departments 
notify all new customers that the department attends to the 
supervision of freight charges without regard to the basis on 
which goods are sold or whether shipper or consignee pays 
the freight charges. The customers are ihformed that the cor- 
rect freight charges will be noted on the memorandum copies 
of all bills of lading that are sent attached to the original 
invoices sent at time shipments are forwarded. These nota 
tions show the correct rates a hundred weight, the correct 
weight, total charges, and tariff authority. The consignees are 
cautioned to pay only the amount indicated and to notify the 
shippers if a greater sum is demanded by the delivering carriers 
so that overcharge claim may be prepared. 


Other industrial traffic departments compute the correct 
charges and attach a printed form to the invoice sent the 
customer, showing correct weight, rate, total charges, and 
tariff authority. Services of the sort indicated are effective 
ways of protecting the interests of customers and are usually 
appreciated by customers, especially by those who are not 
equipped with traffic departments and who are not familiar 
with freight rate and claim procedure. 


Rate Tabulations 


Tabulations of current rates are prepared by the rate 
bureaus of many industrial traffic departments for the assist 
ance of the salesmen of the companies, This information is 
often prepared in loose book form for convenient reference and 
kept revised as rate changes occur. 

Other forms of rate tabulations are frequently made by 4 
rate division for its own use or for use by other bureaus of 
traffic departments. Tabulations of commonly used rates are 
prepared for the use of the freight bill auditors. Statements 
of the rates in effect from various points of supply or to the 
concern’s principal markets are tabulated for the guidance of 
the traffic department’s routing clerks, as well as for members 
of the purchasing and sales departments. Comparative rates 
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paid by competitors to their factories from points of supply 
or to their principal markets are compiled so that the position 
of the industry with reference to its competitors may be known. 
Tabulations showing the rates between given points by standard 
all-rail, differential-rail, rail-and-water, all-water, express, for- 
warder, and motor routes are frequently prepared for the use 
of routing clerks, the shipping and receiving departments, sup- 
pliers, customers, or other departments, Statements of mileage 
rates in effect in various states or rate territories are fre- 
quently tabulated for purposes of comparison. 


Rate Analyses 


Studies are frequently made to illustrate the effects of 
rate adjustments on the companies’ businesses so that the 
statistical basis for more favorable adjustments of rates by 
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Several well defined plans of organization are found in 
rate bureau organizations. One plan, by far the most usual, 
provides for the division among the members of the bureau, 
on a functional basis, of all the rate work, including the quota- 
tion of rates to various departments, customers and suppliers, 
the collection of rate informaiton, the auditing of freight bills, 
the preparation of rate tabulations and the study of rate struc- 
tures. One man is placed in charge of a definite phase of the 
work of the bureau and is responsible to the chief of the bureau 
for that work. 

A second general plan of organization is less common than 
the plan outlined above and is found only in the larger traffic 
departments that control traffic in all sections of the United 
States. This plan, which may be called the territorial or geo- 
graphical plan of division, provides for the division of the rate 
work of the department among the members on the basis of 
territory. One or several clerks, depending on the amount of 
work to be done, attend to all rate matters within a given ter- 
ritory. Some departments also have express and parcel post 
desks in the rate division so that it is not organized wholly 
along territorial or regional lines. 

Another variation from these plans is found in depart- 
ments in which certain phases of rates are divided among the 
members of the division according to a commodity basis. Large 
concerns handling a few well defined commodities or groups of 
commodities sometimes have rate divisions in which individual 
desks specialize in rates on a given limited group of commodi- 
ties without regard to territory. One desk attends to all iron 
and steel rates, another specializes in cement rates, another 
The number of specialized com- 
modities handled and the size of the organization determines 
how far it is desirable to carry out this specialization in 


It is difficult to generalize on the subject of rate division 
organization. Enough has been said to indicate the general 
lines along which representative rate divisions are organized. 
The detailed structure of each organization is determined by 
the nature of the business, the nature and volume of the ton- 
nage, the size of the industry, the location of sources of sup- 
ply and markets, the policy of the company, the personal pref- 
erence of the department manager, and, finally, the caliber of 
the personnel of the department. 








It was stated at 
the offices of the trucking association that the subcommittees 
had virtually completed their tasks but that the main committee 


to have a classification ready by January 1. 





MOTOR CARRIER FORMS 


The Trafic World Washington Bureau 


The Commission, by division 5, has prescribed additional 
forms of applications to be filed, and notices to be given by 


Form B.M.C. 12, to be used in applications for determina- 
tion of status, under section 203 (b)(8), motor carrier act, 1935, 
of carriers engaged in the local interstate transportation of 
That part of the statute says that no part of the 
law, except section 204, shall be construed to include, “the 
transportation of passengers or property in interstate or for- 
eign commerce wholly within a municipality or between con- 
tiguous municipalities or within a zone adjacent to and com- 
mercially a part of any such municipality or municipalities, 
except when such transportation is under a common control, 
management, or arrangement for a continuous carriage or ship- 
ment to or from a point without such municipality, municipal- 
ities, or zone,” and provided that the motor carrier engaged in 
such transportation of passengers over regular or irregular route 
or routes in interstate commerce is also lawfully engaged in 
the intrastate transportation of passengers over the entire 
length of such interstate route or routes in accordance with the 
laws of each state having jurisdiction. 

Form B.M.C. 6, to be used only by common carriers of 
property engaged in operation solely within a single state under 
authority of a certificate granted by such state, who, between 
places within such state, engage in the transportation of prop- 


s 
a the carriers may be obtained. Present rate structures are fre- 
quently compared with past rates or proposed rates are com- 
pared with those currently in effect so that the case of the 
ate infor. jndustries may be brought clearly and forcefully to the atten- 
IS Servicg tio of those in position to remedy the mal-adjustments of 
ance rep. which complaints are made. Exhibits are prepared for cases 
'& depart. before the various state commissions, the interstate commerce 
nd assists commission, or courts. : 
The rate data are sometimes prepared in the form of charts, 
O confirm graphs, or maps, so that the information may be more clearly 
uses that visualized and the tables of figures translated into relative 
In still quantities more easily. The Interstate Commerce Commission 
1e benefit and state regulatory commissions have often expressed approval 
r tabula. of illustrative or graphic exhibits. Copies of the original ex- 
8S. Again hibits are necessary in rate cases for use of counsel, the Com- in lumber rates, and so on. 
ll freight mission, and interested parties by photostatic, mimeographic, 
concerns or other duplicating processes. 
Mpetitor Rate Division Organization practice. 
at which The form of organization set up to handle the rate work in 
artments industrial and commercial traffic departments depends on the 
> to the nature and volume of the traffic and the scope of the rate work 
reflected to be performed. An industrial concern having a considerable 
: volume of carload and less-than-carload traffic to and from the 
informa. plant, which requires that its traffic department perform all of 
bids to the rate functions discussed above, usually has need of a well 
organized rate bureau consisting of several men, under the 
a jurisdiction of a competent chief rate clerk. 
ons, in- 
if made 
are fre. 
ie forms 
rmation o e 
by in Motor Vehicle Transportation 
nts sup- 
without 
rtments 
to the QUARTERS FOR MOTOR BUREAU 
. a The Traffic World Washington Bureau 
he cor- Unable to find space for the expanding motor carrier bureau had yet to act. 
copies in the new Interstate Commerce Commission building, which 
riginal cost nearly five million dollars and which has an area of more 
2 nota- than six acres, government officials charged with the duty of 
correct housing government bureaus have arranged to provide the motor 
eg are bureau with quarters in the Colored Masonic Temple, a five-story 
ify the building, which has been leased by the government. 
arriers This building, many city blocks away from the Commission’s - . 
building, is situated in a section of the national capital that is, ™tr carriers, as follows: 
orrect popularly referred to as “Harlem,” at Tenth and U Streets, N. W. 
nt the It is “off the beaten track” so far as other government buildings 
3, and are concerned and those who must do business both at the Com- passengers 
active mission building and at the motor bureau building will have to , 
isually do considerable traveling. 
‘e not _ _The activities of the “New Deal” government now in power 
miliar in Washington have expanded to such an extent that virtually 
all available office space has been rented by the government 
and the residential sections where palatial homes of millionaires 
—or of those who were once millionaires—are situated, have 
rate been invaded. Several residences and apartments have been 
assist: leased by the government. 
ion is The motor carrier bureau is now housed in rooms on the 
e and seventh floor of the Commission building. The staff now con- 
sists of about 150 persons. This staff, however, will be substan- 
by a tially larger in a short time. The expectation is that the bureau 
aa will move to its new quarters some time in January. 
3 are 
nents TRUCK RATES AND TARIFFS 
o the Members of the national rates and tariffs committee of 
ce of American Trucking Associations, Inc., and members of subcom- 
nbers mittees of the main committee, have been working on the classi- 


rates fication of commodities for transportation by truck. It is hoped 





erty in interstate or foreign commerce. 
Form B.M.C. 11, to be used by applicants who proposed, as 
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contract carriers of passengers, (1) to continue an operation, 
or the extension of an operation, in interstate or foreign com- 
merce instituted between July 1, 1935, and October 15, 1935, 
inclusive; (2) to institute an operation in interstate or foreign 
commerce at any time subsequent to October 15, 1935; or (3) 
to extend an operation for which a separate application has been 
filed with or permit issued by the Interstate Commerce Com- 
mission under the motor carrier act, 1935. 

Form B.M.C. 15. This is a form of notice to be given by 
an applicant that he has filed an application with the Commis- 
sion for a certificate or a permit as a crrier of property or 
pssengers, the notice to include a brief description of the route 
or routes to be used. If transportation of property is to be 
confined to particular commodities or passenger traffic they are 
to be named in the notice. The notice is to tell where copies 
of the application may be seen, namely, at the Interstate Com- 
merce Commission and the board, commission or official having 
jurisdiction to regulate the business of motor vehicle transpor- 
tation, or the governor, if there is no such board, commission 
or Official, of each of the states where the transportation is 
to be carried on. 

Form B.M.C. 16, is a form of notice to be given by an 
applicant as to where copies of its application for classification 
as to status under section 203 (b)(8) may be inspected, such 


notice to show that it may be inspected at Washington, D. C., - 


or at the office of the board, commission, or official having 
jurisdiction to regulate transportation by motor vehicle of each 
of the states in which the proposed operation is to take place. 

M. B. C. 18, application to be made under section 203 (b) (8) 
pertaining to operation wholly within a municipality or between 
contiguous municipalities. : 

Form B. M. C. 19, of a notice to be given under section 
203 (b) (8) describing the operations covered by the applica- 
tion. The notice is to be given to the state board of the 
state concerned and to the mayor of the city wherein the opera- 
tion is to be carried on. 


MOTOR CARRIER REGULATION 


How the Commission was approaching its task of regulating 
motor carriers was outlined by Commissioner Lee in an address 
December 6 at Oakland, Calif., before a convention of motor 
vehicle operators of eleven western states held under the aus- 
pices of the Truck Owners’ Association of California. 

The meeting was attended also by John L. Rogers, director 
of the Bureau of Motor Carriers, who was scheduled to visit Los 
Angeles December 8 and 9, and Ted V. Rodgers, president of 
American Trucking Associations, Inc. 

The magnitude of the task imposed on the Commission by 
the motor carrier act and the intention of the Commission to 
make the regulation fit the motor industry rather than to 
impose “railroad” regulation on it were spoken of by Commis- 
sioner Lee. He expressed the hope that the motor carriers and 
their railroad rivals would cooperate and he added there were 
evidences of such cooperation. 

The purpose of the Commission to regulate the motor car- 
riers as motor carriers was indicated, said he, by the steps it 
had taken in establishing the motor carrier bureau to the end 
the bureau would be “truck-minded” and “bus-minded.” 

In the course of his address the commissioner emphasized 
the importance of safety regulations and their enforcement, and 
pointed out duties imposed by the motor carrier act with respect 
to qualifications and maximum hours of service of employes, 
and standards of equipment. He made the point that the safety 
provisions of the act were not enacted in any spirit of antagon- 
ism to the safety work of the state governments or with any 
desire to supersede that work. He said the safety matter 
“bristles with opportunities for conflicts of jurisdiction between 
the states and the federal government” but expressed the hope 
there would be agreement on a common program. 

Asserting that the practical difficulties of regulation would 
be as great as any which the Commission had ever encountered, 
Commissioner Lee, in part, said: 


All manner of questions will arise, and have already arisen, as 
to the exact meaning and application of many of the provisions of 
the Act. It is always difficult to draft in advance a regulatory law 
which exactly fits a complex industry. 

There is a distinction between regulation and management. Some- 
times the distinction may seem a little shadowy, because regulation 
is necessarily an interference with management, but there is a dis- 
tinction and a very fundamental one. The act does not place the 
management of motor carriers in the hands of the government, and 
it assumes, until the contrary is proved on a record openly and 
publicly made, that the managers will operate in accordance with 
law. No limitation on healthy initiative and enterprise is contem- 
plated, but only obedience to the law and conformity to standards 
expressed therein which are designed to assure justice and fair deal- 
ing to the public, to restrict wasteful and destructive competition, 
and to promote stability and sound financial conditions. * * * 

It seems that there is also debate as to certain language in sec- 
tion 206 (a) with reference to applications for certificates of con- 
venience and necessity. The sentence in question reads, ‘‘Pending 
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the determination of any such application the continuance of Such 
operation shall be lawful.’’ I have no hesitation in saying that this 
sentence relates only to applications under the so-called “‘grandfath, 
clause.’’ Paragraph (b) of the same section provides that any per. 
son, not coming within that clause, who was engaged in transpor. 
tation in interstate or foreign commerce as a common carrier }, 
motor vehicle when the section took effect on October 15 may op. 
tinue such operation thereafter for 120 days without a Certificate 
and if application for a certificate is made within that period he 
may, under such regulations as the Commission shall prescribe, con. 
tinue such operation until otherwise ordered. That, I take it, is ty, 
only provision in the act for the continuance of common carrier Op- 
erations outside the terms of the “grandfather clause’’ and withoy 
a certificate. There is no authority to begin and carry on such 9p. 
erations after October 15, unless and until a certificate of conveniene 
and necessity has been obtained from the Commission. I refer of 
course, to common carrier operations which are subject to the juris. 
diction of the Commission and not to any which may be covered }y 
the exemptions in the first part of the act. 


MOTOR ACT CONSTITUTIONALITY 


Saying that neither the pleadings nor the evidence in the 
cases warranted the relief sought, Judge Kennerly, of the fej. 
eral court in the southern district of Texas, Houston division 
has denied interlocutory injunctions in equity No. 702, D. 4 
Beard Truck Line Co. vs. Lon A. Smith et al.; No. 703, J. p 
Rayburn vs. Same; and No. 704, R. L. Winton vs. Same. The 
plaintiffs, truckers in Texas, in these cases sought to enjoi 
action against them which they asserted the Texas commis 
sion was about to take. 

The Texas commission, in its answers, challenged the cop. 
stitutionality of parts of the motor carrier act, 1935. On ap. 
count of that challenge the United States and the Commissioy 
asked for and received the privilege of submitting a brief, a; 
friend of the court, in support of the validity of the act. (Se 
Traffic World, November 16, p. 858.) 

Judge Kennerly ignored the constitutionality question. He 
confined himself to the sufficiency of the pleadings and the 
evidence. Then he said, “I pass on no other questions.” 

The Winton case was brought by a contract trucker ani 
the others by common carrier truckers. In each of the three 
cases the Texas commission contended that it had the right 
to require the plaintiffs to comply with certain safety provi. 
sions contained in a Texas statute, first because the subject 
matters involved were not covered by the motor carrier act, 
and, second, that even if they were covered by the text of the 
Texas act, they were not so covered as a matter of law because 
the motor carrier act was made unconstitutional by exceptions 
(4b) and (6) thereof, of section 203. In concluding a memoran. 
dum about the common carrier trucker cases, Judge Kennerly 
seid: 

Litigants may not have relief in equity, particularly by injunction, 
where either the pleadings or the evidence are uncertain. As pre- 
sented, it does not clearly and sufficiently appear from the pleadings 
that defendants are doing, or about to do, the identical things of 
which plaintiffs complain. The same is true respecting the evidence. 
lt may be that upon suitable application to the railroad commission, 
the plaintiffs will find that no material differences exist between 
them. Certainly it does not satisfactorily appear here, either from 
the pleadings or the evidence, that that is not true. 

(2) The evidence is insufficient to show, and does not satisfy 
me, that either of the plaintiffs come (as is claimed), within sub- 
division (b) of Section 206, of part II, of the motor carrier act of 193i. 


(3) I pass on no other questions. 
Interlocutory injunction is denied. 


As to the Winton or contract carrier trucker case, Judge 
Kennerly made similar observations about the pleadings. In 
addition, he said, the evidence was insufficient to show, and that 
it did not satisfy him, that the plaintiff came, as claimed, withi 
the exception stated in subdivision (a) of section 209 of, the 
motor carrier act. 


PRESERVATION OF MOTOR RECORDS 


Motor carriers or brokers subject to the motor carrier act 
have been ordered by the Commission, division 5, to preserve 
existing or future records or correspondence to the end thal 
the Commission may comply with section 220 of the act. 

Section 220 authorizes the Commission to require annual, 
periodical or special reports from all motor carriers and brokels 
to prescribe the manner and form in which such reports shall be 
made, and to require from such carriers specific answers to ll 
questions on which the Commission may deem information t 
be necessary. 

The Commission may also require “any motor carrier t 
file with it a true copy of each or any contract, agreement 0 
arrangement between such carrier and any other carrier or pe 
son in relation to any traffic affected by the provisions of the 
act, to which he or it may be a party. The act further pl 
vides that the Commission may, in its discretion, prescribe the 
forms of any and all accounts, records, and memoranda to be 
kept by motor carriers and the length of time of such accounts 
records and memoranda shall be preserved, including the 4 
counts, records and memoranda of the movement of traffic, # 
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December 7, 1935 


well as of the receipts and expenditures of money. The Com- 
mission or its agents, under the act, have access to the matter 


referred to. 
The Commission has not yet prepared the rules and regula- 


tions necessary to give effect to section 220. It issued the fol- 
lowing order with a view to having the existing records, etc., 
preserved SO that it would have them available, if desired, later: 


The subject of preservation of accounts, records, memoranda, 
documents, papers and correspondence of motor carriers and brokers 
subject to the motor carrier act, 1935, being under consideration, and 
it appearing that the destruction of any such existing or future ac- 
counts, records, memoranda, documents or correspondence pertaining 
to the business or affairs of such motor carriers or brokers would 
unduly hinder, delay and impede the Commission in the proper ad- 
ministration of said act; <7 

It is ordered, That none of the existing or future accounts, rec- 
ords, memoranda, documents, papers, or correspondence, described 
in section 220 of the motor carrier act, 1935, of any motor earrier or 
broker subject to the provisions of said act, shall be destroyed, con- 
cealed or otherwise disposed of pending the further order of the Com- 
mission in the premises, and that such accounts, records, memoranda, 
documents, papers, and correspondence, and all thereof, be preserved 
py the respective owners thereof for inspection by this Commission 
and its duly authorized special agents and examiners. 


IMPROVEMENT OF HIGHWAYS 


In the fiscal year ended June 30, 1935, highway construc- 
tion was Virtually equal to the record for the preceding year, 
road building in each of these years having far exceeded any 
previous records, according to the annual report of Thomas H, 
MacDonald, chief of the U. S. Bureau of Public Roads. 

Road work for the year was financed almost entirely with 
a part of the grant of $400,000,000 under the national recovery 
act which had not been expended the previous fiscal year and 
the grant of $200,000,000 under the Hayden-Cartwright act of 
June 18, 1934. 

Directly and indirectly, said Mr. MacDonald, federal high- 
way activities accounted for more than 5,000,000 man-months 
of employment. He said the average full-time direct employ- 
ment on road work involving federal funds was 182,605 men. 
A summary of the report said: 


The Public Works highway program was initiated in June, 1933, 
and by June, 1935, the road construction totaled 24,600 miles, enough 
to encircle the earth. At the same time 8,529 miles was under con- 
struction and 1,427 miles had been approved for construction, a total 
of 34,556 miles. Of the mileage completed and under construction 
17,341 miles were on the federal-aid system, 2,413 miles on extensions 
of the system into and through cities and 13,376 miles were secondary 
or feeder roads. . 

The program also included special work-relief highway construc- 
tion in areas in 10 states where distress was particularly acute be- 
cause of drought and a scourge of grasshoppers. This work totaling 
8,727 miles, has been financed by the Public Works Administration 
and the Federal Emergency Relief Administration, and construction 
has been supervised by the Bureau of Public Roads and the state 
highway departments. Other work supervised by the Bureau at the 
request of the Public Works Administration included loan-and-grant 
highway projects involving more than $33,000,000 of funds allotted 
by that agency. 

he year’s work also brought to completion the improvement of 
1,232 miles of main highways in the national forests, raising the total 
of such roads improved to date to 6,231 miles. Of the mileage im- 
proved during the year 1,150 miles were in western and 82 miles were 
in eastern forests. 

Acting for the National Park Service the bureau also supervised 
construction of nearly 100 miles of road in various national parks. 
There are now 930 miles of improved park highways. The bureau 
also supervised construction of a considerable mileage of roads in 
other federal public lands and reservations. 

As a guide in its work of administering highway improvement 
the bureau has conducted traffic studies and research on highway 
materials and methods of construction. During the year the bureau 
submitted to the respective state highway departments the results 
of state-wide traffic surveys of New Jersey and Florida, and did field 
work on surveys in Connecticut and Arkansas. It also reported for 
the first time, detailed information concerning the various classes 
of motor vehicles registered and the taxes imposed on them by vari- 
Ous agencies. The total taxes and fees collected in 1932 were found 
to exceed one billion dollars. 


_ Projects providing for elimination of hazards at grade cross- 
ings have been approved by President Roosevelt as part of the 
federal works program as follows: New Jersey, $2,091,896; West 
Virginia, $1,785,608, and Maine, $396,922. 


EASTERN AND NEW ENGLAND MOTOR CLASSIFICATION 


The Eastern Motor Freight. Bureau, Hartford, Conn., suc- 
cessor to the Eastern Transportation Research Bureau, set up 
by eastern and New England truck operators some months ago, 
announced November 30 that its work on the compilation of a 
motor truck freight classification and on tariff schedules was 
completed and that those publications would be ready for dis- 
tribution December 15. Tariffs will be published by carriers 
individually and distributed without charge. The classification 
a be published by the bureau and will be distributed at a 
a of two dollars, including supplements. In the classifi- 
eae commodities have been divided into five classes with 
oe ite relationships to each other based on weight densities. 

er factors considered in the classification of specific com- 
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modities were value and susceptibility to loss and damage. The 
classification contains general rules and regulations, including 
charges for such accessorial services as special equipment, stor- 
age, demurrage, C. O. D. consignments and mixed articles in 
truckloads. In its announcement the bureau said these rules 
and regulations “do not constitute merely revisions or repro- 
ductions of those of the rail carriers, but were specifically 
drafted to conform to the particular conditions affecting the 
operations of motor carriers.” 


WAGNER ON MOTOR CARRIER ACT 


Warren H. Wagner, formerly attorney examiner and assist- 
ant chief examiner on the staff of the Commission, has written 
a legislative history of the motor carrier act, 1935, published by 
H. C. Cecil, Washington, D. C. In addition to the legislative 
history, Mr. Wagner has recited the sequence of events before 
Congress leading to the enactment of the statute with which he 
deals, gives a bibliography of recent books, articles, publications, 
etc., relevant to motor carrier regulation, and a list of the de- 
cisions of state and federal courts rendered in connection with 
state legislation, which he thinks may be helpful in interpreting 
and applying the recent enactment and an index of the motor 
carrier act. 

So precise is the publication that it contains 259 footnotes. 
One of those footnotes, No. 206, sets forth the fact that the official 
print of the act has a footnote, referring to the word “belong” 
in section 215, the reference saying, “so in original.” 

That section relates to security for the protection of the 
public. The sentence in which “belong” appears says: 


The Commission may, in its discretion and under such rules and 
regulations as it shall prescribe, require any such common carrier to 
file a surety bond, policies of insurance, qualifications as a self- 
insurer, or other securities or agreements in a sum to be determined 
by the Commission, to be conditioned upon such carrier making 
compensation to shippers and/or consignees for all property belong 
to shippers. * * * 


The remainder of that footnote shows in what prints of 
the bill before it became a statute, the word was “belonging.” 


BOOK ON MOTOR REGULATION 


The Traffic Publishing Company, New York, has published 
“Federal Motor Carrier Regulation,’ by Parker McCollester, 
LL. B., and Frank J. Clark. The volume of 340 pages traces the 
development of the motor vehicle as a means of transportation 
and the evolution of highway traffic that brought about federal 
regulation. The bulk of the book, however, is devoted to an 
analysis of the motor carrier act of 1935. This section dis- 
cusses the events leading to the adoption of the legislation and 
considers the act, as adopted, section by section, in its prob- 
able practical application and its legal aspects. There is also 
a section given over to state regulation of motor vehicle trans- 
portation. The motor carrier act is printed in full as an ap- 
pendix. Other appendices reproduce such parts of the inter- 
state commerce act as are incorporated by reference in the 
motor carrier act. 


NIAGARA FRONTIER TRAFFIC LEAGUE 


The Niagara Frontier Industrial Traffic League held a din- 
ner meeting at the Stratford Arms Hotel, Buffalo, N. Y., No- 
vember 12. F. M. Renshaw, traffic commissioner, Buffalo Cham- 
ber of Commerce, spoke at length on the program of the Na- 
tional Industrial Traffic League. He also explained the aims 
and purposes of the Transportation Association of America. 

William G..Klein, chairman of a special committee, sub- 
mitted a report on a proposed central freight collection agency. 
It told of the operations of similar agencies in other localities 
but made no recommendations. There were arguments for and 
against the proposal and it was finally tabled until the next 
meeting. 

The league’s nominating committee submitted the follow- 
ing list of names from which seven will be elected to the 
board of directors of the league at its January meeting: 

Herbert Bace, traffic manager, Houde Engineering Com- 
pany; Walter E. Beaver, traffic manager, Maritime Milling Com- 
pany; Willard E. Dixon, DuPont Rayon Company; William B. 
Faulkner, traffic representative, Donner Hanna Coke Corpora- 
tion; James J. Hailey, traffic manager, Niagara Alkali Com- 
pany; Robert Hamilton, traffic manager, Hecker H-O Company; 
John B. Korzelius, traffic manager, Atlantic Lumber Company; 
John P. Major, traffic manager, Worthington Pump and Machin- 
ery Company; William J. J. Moore, traffic manager, Buffalo 
Flour Mills Corporation; Edward J. Pempsell, assistant treas- 
urer, Wildroot Company; Edward S. Tibbits, traffic manager, 
Gould Coupler Company; Hugh B. Wilcox, traffic manager, 
Niagara Lithograph Company; Willis H. Wolfe, traffic manager, 
American Sales Book Company; Howard E. Wolter, traffic man- 
ager, Sterling Engine Company. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confrent persons dealing with traffic. A specialist on inter- 
is a member ef our legal department, will give 
simple questien relating to the law of interstate 
transpertation ef freight. trafic man of rm | experience and wide knowl- 
will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


state commerce law, whe 
his opizien in answer te an 
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Routing and Misrouting—Duty of Carrier Where Shipper Spec- 
ifies Carrier, But Not Junction Point 


Wisconsin.—Question: We received a car of bags from a 
point in Illinois, routed by the way of carriers A, B and C. 

This car moved by way of junction E from carrier B to 
carrier C and was billed as being a stopover car at junction D. 
It was necessary to switch this car from carrier C to carrier B 
at junction D and we were compelled to pay $5.40 switching 
charges. If this car had moved by way of junction D for de- 
livery to carrier C there would have been no switching charges 
at the stopover point, as the consignee is located on the tracks 
of carrier B. 

We filed a claim with the carrier for a refund of the switch- 
ing charges, claiming an error in routing, and the claim papers 
have been returned to us by the carriers, with the statement 
that they could not assume the responsibility of an error in 
routing account of the junction not being shown in the bill of 
lading. We will agree with the carriers that the bill of lading 
did not carry the junctions, but merely the names of carriers 
A, B and C. 

Will you please let us have your opinion in the matter? 

Answer: In United Kansas Portland Cement Co. vs. Mo. 
Pac., Unreported Opinion A-321, the Commission held that in 
its instructions to the initial carrier, the complainant specified 
the lines over which the shipment should move, but did not 
specify the junction point; that it was therefore entitled to have 
the shipment move by the route that gave the lowest rate avail- 
able via the defendant’s lines. 


See also, Bush & Co. vs. L. & N. R. R. Co., 115 I. C. C. 45. 

The Commission has also held that a carrier is not charged 
with knowledge of the consignee’s plant location, nor has it a 
duty to select the delivery desired by the consignee. Lynch- 
burg Chamber of Commerce vs. Southern Ry. Co., 115 I. C. C. 
625. The principle of this case is, in our opinion, applicable to 
the facts in the instant case, provided that the shipment was 
forwarded via the cheapest route composed:of carriers specified 
in the bill of lading. If not, damages represented by higher 
charges than would have been lawfully assessable had the mis- 
routing not occurred are recoverable. Kile & Morgan Co. vs. 
Deepwater Ry. Co., 15 I. C. C. 235. 


Transfer of Overloaded Car—Cost of Returning Overload from 
Weighing Point 


lowa.—Question: A stone quarry located at point A loaded 
a car of crushed stone for delivery at point B, 30 miles west of 
the shipping point. The carrier desired to weigh the car and 
ad no scales at either A or B. The car was moved 60 miles 
in the opposite direction to point C for weighing. It was there 
discovered that the car was overloaded 6 tons above carrying 
capacity. The shipper was notified that he must arrange to 
reduce the overload and the car was held at C, subject to his 
orders. The carrier was requested to transfer the overload to 
another car and bring it back to A, which they refused to do. 
Under such circumstances what is the responsibility of the car- 
rier? It would seem to me that the responsibility for the over- 
load rests equally between the shipper and the carrier, who 
had facilities for estimating the overload, and if neither could 
determine, then the carrier’s lack of facilities for weighing 
should not cause a penalty. 
Answer.—The Commission, in Memphis Freight Bureau vs. 
St. Louis Southwestern Ry. Co. 115 I. C. C. 409, states that the 
carrier is obligated to furnish proper equipment for the safe 
transportation of goads which it holds itself out to carry, and 
that it is the corresponding duty of the shipper to load his 
goods properly for shipment and to observe carrier’s rules, which 
have as their object the protection of such equipment. It held 
that a rule providing for charges on overloaded cars and charges 
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assessed thereunder was not unreasonable or otherwise Un. 
lawful. 

While it seems unreasonable to penalize the shipper to the 
extent of the cost of returning the overload to point A, th 
proximate cause of this expense was the overloading of the cy, 
by the shipper and, as the Commission holds that it ig th 
duty of the shipper to observe the carrier’s rules as to loading 
cars, the cost must apparently be borne by the shipper. 


Damages—lIncidental 


New ‘York.—Question: We handle a large volume of trafic 
and have a considerable number of claims for loss and damag 
each year which entails a considerable expense to us for maip. 
taining a department for handling this work. 

The mere payment of claims based on invoice value dog 
not entirely compensate us for the loss suffered, which, x 
course, includes the cost of handling the claims. 

We would appreciate an expression of your opinion as ty 
the practicability of including in all loss and damage claims , 
flat sum covering the cost of handling, stating whether this has 
previously been done and if there have been any decision; 
rendered expressing approval or rejection of this practice. 

Answer: In L. & L. R. Co. vs. Johnson, 10 S. W. (2d) 104 
it was held that in a shipper’s action against a railroad cop. 
pany for conversion of watermelons, the court should hay 
confined evidence and instructions on the question of damages 
to the value of the goods at the time and place of conversiq, 
and excluded all testimony as to the expense to which the plain. 
tiff was put in investigating and preparing the case against 
the defendant. 

This is the only case we can locate which related in any 
manner to the inclusion, as an element of damages, of such 
expenses as are referred to in your letter. 


Routing and Misrouting—Carrier Not Required to Turn Ship 
ment Over to Competing Line 


Missouri.—Question: Railroad A purchased material con: 
prising a less-than-carload shipment and bill of lading was prop- 
erly issued by our plant at point of origin under which the 
purchasing carrier was accorded a road haul from point of 
origin to destination. Our drayman delivered this shipment to 
the freight house of railroad B in error along with some other 
freight. Railroad B accepted the shipment, although Dill of 
lading clearly indicated that material was consigned to the 
storekeeper of railroad A. 

Railroad B, in conjunction with railroad C, formed the 
through route and, on arrival of shipment at destination, the 
storekeeper of railroad A refused to pay the freight charges, 
contending that had they received the haul the material would 
have been forwarded dead head. Subsequently, in order to 
release material, it was necessary that our company assume 
all of the freight charges. 


It is our position that we have been damaged to the extent 
of freight charges which we were compelled to assume, due to 
the fact that the agent of railroad B accepted the shipment 
covered by the bill of lading which was clearly issued to rail 
road A, and, furthermore, it plainly indicated that material 
was for railroad company use, as it was consigned accordingly. 

In filing claim for refund of the charzes with railroad B 
they have declined same, referring to the provisions of the 
decision of the Interstate Commerce Commission in McLeal 
Lumber Company versus L, & N. R. R., 22 I. C. C. 349, holding 
that when a shipper tenders a consignment to a certain carrie! 
that carrier is entitled to a road haul from point of origin, ete. 

Your views and reference to any court decisions in the 
matter Will be greatly appreciated. 

Answer: In delivering the shipment to railroad B you it 
effect gave routing instruction within the principle of the de 
cisions in Duluth Log Company vs. N. & I. Railway Company, 
15 I. C. C. 627, and Struthers-Wells Company vs. Pennsylvania 
R. R. Co., 14 I. C. C. 291. In the former case, the Commission 
held that it is the duty of the initial carrier to obey the specific 
instructions furnished by the shipper; that when a _ shippef 
names the carriers that are to transport his shipment it must be 
assumed that he is relying upon his own investigations, and 
that for some reason he considers it expedient that the ship 
ment move over the route indicated by him. 

In these cases it was held that where a shipper gives direc 
tions with respect to the routing of his shipment, the carrier 
is bound by his instructions and must charge the rate applicable 
to the designated route, even though such rate is higher thal 
over some other route between the same points. 

In the McLean Lumber Company case the Commission holds 
that where there is a conflict in the bill of lading, the carriet 
to which the shipment is given is not required to turn it over 
to a competing line, but may forward the shipment over it 
own line out of point of origin. 
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In Colorado Bedding Company vs. Chicago, B. & Q. R. R. 
Co., 18 I. C. C. 403, it was in effect held that a carrier to which 
a shipment is tendered is not required to turn the shipment 
over to a competing line, the Commission holding that as the 
shipment was delivered to the Illinois Central road consigned 
to Pueblo, without any routing instructions, written or verbal, 
that no obligation under the act rested upon that defendant 
to decline the shipment because of a lower rate via a competing 
line, the Iron Mountain-Missouri Pacific System. 


Delivery by Carrier—Receipt of Goods by Drayman 


Pennsylvania.—Question: We have before us the matter of 
a shipment forwarded from Pennsylvania to a point in Wiscon- 
sin on a straight bill of lading. On arrival of the shipment at 
destination, the transfer company took possession of it, giving 
the delivering line a receipt under its own name. 

Delivery was taken late in the afternoon and, through a 
combination of circumstances, the transfer company decided to 
hold the shipment over night and to make delivery the next 
morning. During the night, the warehouse and its contents, 
including the shipment under discussion, were completely de- 
stroyed by fire. 

It has been proven that in several cases the transfer com- 
pany has accepted shipment for the same conignee, and without 
objection by the consignee. It is now alleged by the consignee 
that verbal instructions were given to the delivering line not 
to deliver shipments to any transfer company, except on spe- 
cific instruction, specifying the transfer company in each par- 
ticular case. This allegation is disputed by the agent of the de- 
livering line. 

Meanwhile, the shipper is holding the bag for merchandise 
worth about $4,000. 

Will you please state your judgment respecting liability for 
the value of this shipment? Please give citations in the event 
your reply is to the effect that no notice of arrival or surrender 
of the bill of lading is required when shipments move under 
straight form of bill of lading. 

Answer: When the carrier receives goods under a contract 
either express or implied, from the marks on the goods, to de- 
liver them to a person named, without any reservation of power 
of disposal by the consignor, then the delivery to such person, 
or to his authorized agent, completes the contract and relieves 
the carrier from further liability. 

A delivery to the agent, of the consignee, or to any other 
person entitled to the goods, who has been duly authorized to 
receive the goods for his principal, is a good delivery and will 
relieve the carrier from further liability. 

A delivery to the agent of the consignee, or to any other 
person entitled to the goods who has been duly authorized to 
receive the goods for his principal, is a good delivery and will 
relieve the carrier from further. liability. And if the person 
to whom delivery is made is really the agent authorized to re- 
ceive the goods the delivery will be sufficient, although the au- 
thority was not known to the carrier, or although the delivery 
was made on insufficient or even false evidence. But an agent 
engaged in the general employment of the consignee in connec- 
tion with his business may not have such authority as to excuse 
the carrier in making delivery to him if he has not actual au- 
thority to receive the goods. And when the carrier is sued for 
misdelivery, it must show that the agent was authorized to 
receive the goods, or at least that he had been clothed with 
such apparent authority as to justify it in presuming his au- 
thority; but no greater degree of proof of authority in the 
person to whom they are delivered is required than for any other 
issue in a civil case. 

It has been held that a drayman who has been in the habit 
of receiving goods for a consignee is not necessarily an author- 
ized agent with reference to any particular shipment. Dean vs. 
Vaccaro, 2 Head (Tenn.) 488, 75 AmD 744; Sawyer vs. Chicago, 
ete., R. Co., 22 Wis. 403, 99 AmD 49. In Paine vs. Johnson, 
Flucker Co., 108 S. E. 803, it was held that the defendant 
claimed delivery to a drayman as the agent of the plaintiff and 
sought to prove the agency by a course of dealing; that the 
only issue in the case was whether or not the shipments had 
been delivered to a person (the drayman) authorized by the 
Plaintiff to receive them from the defendant, and whether or 
not the defendant, by a course of dealing with the plaintiff had 
a right to depend upon their delivery to the alleged agent of 
the plaintiff. It was held there was evidence to support the 
verdict, and the charge of the court was not erroneous for any 
of the reasons assigned. 


Conversion—Liability of Carrier Delivering Goods to Shipper’s 
Representative 
Pennsylvania.—Question: We would appreciate your opin- 
on as to the liability of the carrier under the following circum- 

stances, also citation of similar cases: 
A shipment of five packages was forwarded via a steamer 
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line between New York and a point in Maine. On arrival at 
destination the shipment was refused. The consignee notified 
the carrier of his refusal. In the meantime our sales repre- 
sentative who sold the material on commission basis, secured 
from the consignee the memorandum copy of the bill of lading, 
He presented the bill of lading to the steamship company and 
instructed them to deliver the shipment to five different con- 
signees, unknown to us at the time. The carrier accepted this 
memorandum Dill of lading as authority and complied with the 
salesman’s request without notifying us of the refusal of the 
shipment by the consignee, refusing to honor claim, stating 
they are not liable; that they were perfectly within their rights 
to deliver the shipment on a memorandum copy of the bill of 
lading. The salesman collected an amount from one of the con- 
signees and disappeared. 

We are outstanding the full invoice value of the shipment 
and feel that the carrier is responsible and would appreciate 
your views. 

Answer: A delivery to the agent of the consignee, or to any 
other person entitled to the goods who has been duly authorized 
to receive the goods for his principal, is a good delivery and 
will relieve the carrier from further liability. Myers vs. Amer- 
ican Express Co., 137 N. E. 654. And if the person to whom 
delivery is made is really the agent authorized to receive the 
goods, the delivery will be sufficient, although the authority 
was not known to the carrier, or although the delivery was 
made on insufficient or even on false evidence. But an agent 
engaged in the general employment of the consignee in connec- 
tion with his business may not have such authority as to excuse 
the carrier in making delivery to him if he had not actual au- 
thority to receive the goods. Nebenzahl vs. Fargo, 2 N. Y. S. 
929; Lester vs. Delaware, etc., R. Co., 36 N. Y. S. 907. And 
when the carrier is sued for misdelivery, it must show that 
the agent was authorized to receive the goods or at least that 
he had been clothed with such apparent authority as to justify 
it in presuming his authority (Schlesinger vs. New York, etc., 
R. Co., 85 N. Y. S. 372), but no greater degree of proof of au- 
thority in the person to whom they were delivered is required 
than for any other issue in a civil case. 

In Davis vs. Oswald & Taube, 149 N. E. 861 (Certiorari de- 
nied Mellon vs. same, 270 U. S. 658, 46 S. Ct. Rep. 354), it was 
held that ordinary care requires a common carrier to notify 
the consignor within a reasonable time of its failure to deliver 
a shipment to the consignee. 

In B. & A. R. Co. vs. B. F. Roden Grocery Co., 96 Sou. 912, 
it was held that where, on the consignee’s refusal of lime, a 
carrier, instead of returning the lime to the consignor or storing 
it, forwarded it to strangers to the contract on order of an 
unauthorized person, it was guilty of breach of its duty as a 
carrier. 

We do not locate cases which deal with facts entirely 
similar to those in the instant case, but see Hartford Distillery 
Co. vs. N. Y. N. H. & H., 115 Atl. 488. 

Whether the salesman had authority to order the delivery 
of the goods to other parties is a question of agency. 

While as between the principal and the agent the scope of 
the latter’s authority is that authority which is actually con- 
ferred upon him by his principal, which may be limited by secret 
instructions and restrictions, such instructions and restrictions 
do not affect third persons ignorant thereof; and as between 
the principal and third persons the mutual rights and liabilities 
are governed by the apparent scope of the agent’s authority, 
which is the authority which the principal holds the agent out 
as possessing or which he permits the agent to represent that 
he possesses and which the principal is estopped to deny, and 
the principal will be bound by all acts of the agent performed 
in the usual and customary mode of doing the particular busi- 
ness, although he may have acted in violation of private instruc- 
tions, unless there is something in the nature of the business 
or the circumstances of the case to indicate that the agent is 
acting under special instructions or limited powers. 


Liability of Carrier for Amount Received from Sale of Injured 
Goods 


California.—Question: A shipment moving under the pres- 
ent form of standard bill of lading was damaged during trans- 
portation and the damaged articles were returned to the carrier 
as salvage. Through an oversight, the claim for damages was 
not filed until the nine months’ period had expired. The car- 
riers have refused to entertain the claim because of the bill of 
lading provision and do not admit any liability for the amount 
received from the sale of the salvage. 

We are of the opinion that the carrier is at least liable for 
the amount received from the sale of the salvage. Are we cor- 
rect, and can you give us any decisions on this subject? 

Answer: We can locate no decisions which deal specifically 
with this question. However, unless it should be held that the 
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filing of a claim within the nine months’ period prescribed in 
the bill of lading is a condition precedent to the recovery of 
the amount received from the sale of the salvage on the ground 
that the injury to the goods and the sale of the damaged ar- 
ticles by the carrier is one transaction, we believe that you 
can maintain an action for money had and received. 

An action for money had and received, although an action 
at law, is governed by equitable principles and in it plaintiff 
waives all torts, trespasses and damages. It may, in general, 
be maintained whenever One has money in his hands belonging 
to another, which, in equity and good conscience, he ought to 
pay over to that other. Nash vs. Towne, 5 Wall, 689, 18 L Ed. 
527; Reeves Sugar Refinery vs. Stone, etc., R. Co., 285 Fed. 167; 
Thiele vs. Carey, 85 Neb. 454, 123 N. E. 442; McCormick Har- 
vester Co. vs. Stires, 68 Neb. 432, 94 N. E. 629. 

While the general rule is that this action lies only where 
money has been received by defendant, the action may, never- 
theless, be sustained where no money has actually passed, but 
something has been received as money or has been really or 
presumptively converted into money before suit was brought. 
Delvin vs. Houghton, 202 Mass. 75, 88 N. E. 580; Brundage vs. 
Port Chester, 102 N. Y. 494, 7, N. E. 398. 

The action will not lie to reciver the value of the property 
alleged to have gone into defendant’s possession, unless it has 
been sold or otherwise converted into money or its equivalent, 
even though the property has been consumed by the defendant. 
However, where one sells the property of another and receives 
the price in money or its equivalent, the owner may waive the 
tort and maintain an action for money had and received to re- 
cover it. Prichard vs. Budd, 76 Fed. 710; Stadmiller vs. Schir- 
mer, 248 Mass. 244, 142 N. E. 905; Newcombe vs. Ostrander, 177 
N. Y. S. 391. 

Unless freight charges have been paid it is possible that 
the goods were sold for freight charges, in which event it is 
the duty of the carrier to refund any excess after deducting 
the amount of its freight charges. 

We assume that at the time the goods were returned to the 
carrier, there were no negotiations which might be construed 
as a claim or notice of claim. 


AIR MAIL COMPENSATION 


The Postmaster General, in Air Mail Docket No. 1, air mail 
compensation, has asked the Commission for postponement of 
further hearing respecting rates of compensation on routes 
A. M. 9 and A, M. 15. The Postmaster General’s petition sets 
forth that the air mail statute signed by the President August 
14 materially changes the provisions of the former law relating 
to the duties of the Commission with respect to the establishment 
of fair and reasonable rates for the transportation of mail by 
air. 

The petition points out that section 6 (b) directs the Com- 
mission, at least once in each calendar year, to examine the 
books, accounts, contracts and entire business records of the 
holder of an air mail contract and to review the rates paid to 
such holder, “not only to be assured that no unreasonable 
profit is being derived and accruing therefrom, but also in order 
to fix just rates.” After pointing out other changes in the law 
the petition says the Postmaster General presents that these 
provisions of law are applicable to the contracts covering the 
routes mentioned, and that under the law no change in the 
rate being paid may be made by the Commission unti] the 
latter has performed the duties required by the amendments 
to the act of June 12, 1934. 

Therefore the petition asks the Commission to examine the 
books and entire business records of Braniff Airways, Inc., and 
Long & Harman, Inc., the former contractor of route A. M. 15, 
and make a report to the Post Office Department within thirty 
days of the receipt of such report by the Cominission; and that 
the hearing on the petition of Braniff Airways, Inc., for re- 
examination and rehearing be postponed until after the examina- 
tion and report are made by the Commission. 


FREE TRANSPORTATION BY AIR 


In compliance with the requirements of section 6(f) of the 
air mail act as amended by the act of August 14, 1935, with 
respect to reports from air mail carriers as to free transpor- 
tation furnished by them, the Commission has issued an order 
in the matter of semi-annual reports of free transportation 
furnished by air mail carriers, calling for such reports. 

The act provides that air mail carriers shall file with the 
Commission “in such form as the Commission shall require, 
on July 1 and January 1 of each year, a full statement of all 
free transportation hereafter furnished during the preceding 
semi-annual period to any persons, including in each case the 
regular tariff value thereof, the name and address of the donee, 
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and a statement of the reason for furnishing such free trang. 
portation.” 

This provision represented a compromise, the bill befor 
final enactment having contained provision prohibiting fre 
transportation. 

The reports required are to be made within 30 days afte 
January 1 and July 1 each year. The order of the Commissiq, 
provides that each air mail carrier shall file concurrently wit, 
“the filing of the first report required by the act and the orde 
authentic and complete copies of the following in effect during 
the period covered by the first report: (a) all rules, regulation, 
and instructions issued by the respondent pertaining to th 
issuance of free, or reduced fare or rate, transportation 9 
passengers and property; (b) all forms used by the respondey; 
in granting free, or reduced fare or rate, transportation 0 
passengers and property; and (c) all tariffs of passenger farg 
and freight and express rates. 

A further requirement is that each air mail carrier shal 
hereafter file with the Commission within 15 days before change 
become effective, copies of all revised rules, forms and tariff 
of the kinds referred to in the preceding paragraph, and of alj 
changes in any of said rules, forms and tariffs, when such 
changes are made by supplements to existing rules, forms ani 
tariffs, or otherwise than by the issuance of revised forms, 

Accompanying the order was the form containing regulation; 
and instructions and space for the information asked for. 





TRANS-ATLANTIC AIR SERVICE 


Postmaster General Farley proposes to ask Congress to 
appropriate money for air mail service across the Atlantic 
ocean in order to permit a beginning of such service in the near 
future. Pan-American Air Ways, which has established trans. 
Pacific air mail service with the aid of the government, is ex. 
pected to establish similar service across the Atlantic if arrange 
ments can be made to do so. 


PROGRESS 


OF AVIATION 

“Air transportation crashed right through the depression 
under the momentum of public enthusiasm with the result that 
scheduled air transportation has flown more than 500,000 pas- 
sengers annually from 1931, inclusive,” said J. Monroe Johnson, 
Assistant Secretary of Commerce, in an address Dec. 5 before 
the University Club of Washington, D. C. 

“Last year the passenger total was 561,370 and a preliminary 
estimate places the 1935 total at 850,000.” 

Mr. Johnson reviewed the development of air transporta- 
tion from the time Orville and Wilbur Wright “launched their 
then weird pusher bi-plane from a starting rail on the sands of 
Kitty Hawk, N. C., and kept it aloft for twelve seconds,” thirty- 
two years ago on December 17. Continuing, in part, he said: 


The immortalized Orville Wright was at the controls of that 
crude ship of destiny on its first flight. His brother assisted on the 
ground; two brothers with an inspired vision, with invincible faith 
and undaunted courage. The plane made three flights on that memor- 
able day, increasing the distance each time an@ landing safely after 
each attempt. That was on December 17, 1903. Coming down a brief 
span of years to the present, we find approximately 600 planes car- 
ried 319,382 passengers over the scheduled airlines of the United 
States during the first half of this year. They also carried 1,400,000 
pounds of express and traversed 24,642,134 miles. In September of 
this year, the latest month for which figures are available, 177,37) 
passengers were carried, compared with 45,248 in the same month 
last year and the volume of express carried was double that of the 
1934 month. The Wright brothers probably visualized that record, 
but it is extremely doubtful if many other Americans were so pro- 
phetically endowed at that time. I do not believe any man today will 
venture a prediction as to the status of aviation during the next 
three decades. 


Traffic congestion at airports and in the air is a problem 
that is confronting air lines and others, according to Mr. John 
son, 

“Eventually,” said he, “it probably will be necessary for all 
traffic along heavily used airways to be directed by radio from 
the ground, at least when the airplanes are flying by instrument. 
The man on the ground then will know the position of each 
plane flying the airway, and will so direct all of them as t 
obviate danger of collision.” 


PANAMA CANAL TRAFFIC 


In November 418 ocean vessels transited the Panama Canal 
and tolls of $1,796,820.57 were collected thereon, as compared 
with 441 transits and tolls of $1,964,076.81 in October, accordins 
to a radiogram received by Secretary of War Dern from the 
governor of the canal. In November last year the transits totaled 
469 and the tolls, $2,137,916.55. 

For the six months ended with November the transits totaled 
2,427 and the tolls, $10,781,062.28, as against 2,532 transits and 
tolls of $11,620,257.95 in the corresponding period of 1934. 
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OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Six New York commercial] organizations, in a joint letter 
to Mayor LaGuardia, charged that business was being diverted 
from the Port of New York to competitive ports as a result 
of the refusal of union labor to handle freight delivered and 
called for at piers in trucks driven by non-union men, and 
asked the major to use his influence to relieve the situation. 
Letters from various shippers were enclosed as evidence in 
support of the claim that trade was being diverted from the 
ort. 
The organizations whose presidents signed the letter were 
the Merchants’ Association of New York, Bronx Board of Trade, 
Chamber of Commerce of the Borough of Queens, Chamber of 
Commerce of the State of New York, Merchants’ and Manufac- 
turers’ Association of Bush Terminal, and the New York Board 
of Trade. 

As a result of legal action in the controversy brought over 
a year ago by a group of commercial organizations, an injunc- 
tion was issued in the New York Supreme Court against the 
labor unions and the steamship lines concerned, but the in- 
junction was set aside by the appellate division. The case was 
then taken to the court of appeals, where it is now pending. 

One of the shippers’ letters enclosed was from a large cor- 
poration in Connecticut stating that frequent reports had been 
received of delayed shipments due to continued labor troubles 
and that for the last few years the corporation had been forced 
to divert certain traffic to Boston. The letter also said that, 
where there was steamship service out of Boston, it was much 
more convenient to use inasmuch as Boston did not have the 
same situation that New York had. Some of the company’s ship- 
ments were being sent via Philadelphia and Baltimore, it was 
added. 

A large wholesale house in New York reported that its non- 
union manned trucks had had difficulties at practically every 
pier in New York on export, intercoastal, and coastwise ship- 
ments and that, as a result, its shipments were being delivered 
through the port of Boston and that its buyers on the Pacific 
coast shipped through Boston. 

A New Jersey lumber corporation said so much trouble had 
been experienced that a year ago it was decided to export its 
commodity, mahogany lumber and logs, via New Orleans. This 
year, it was added, it had been found necessary to ship through 
New Orleans again and the company was. considering truck- 
ing its shipments to Philadelphia in order to avoid labor trouble 
at New York. 

A boycott of cargoes moving from Gulf ports to Atlantic 
and Pacific ports was declared December 2 by Joseph P. Ryan, 
president of the International Longshoremen’s Association, in 
order to force recognition of the I. L. A. at nineteen southern 
ports from Lake Charles, La., to Corpus Christi, Texas. Only 
cargo shipped over lines that had granted this recognition would 
be handled, he said, and added that the Luckenbach Line and 
two others had signed agreements and would not be affected 
by the boycott. 

_._Mr. Ryan said December 3 that a settlement of the strike 
within 48 hours was expected and that the boycott would not 
be applied to lines that expressed willingness to negotiate for 
a settlement. 


Cargo Market 


The full cargo market continued dull last week with the 
exception of a few trades. Freight rates maintained their previ- 
ous levels, however. Many foreign owners were reproted to be 
holding off on making commitments until a definite decision 
18 reached on the application of League of Nations sanctions. 


M The only grain fixtures consummated were a steamer from 
ee to Antwerp, 32,000 quarters, at 2s, option for Rotter- 
- ae at 2s 14d, for early December loading, and a steamer of 
aa net tons from Montreal to Antwerp at 2s 114d, prompt 
oading. 
Pe p< 4 Sugar trade it was reported that Cuba had decided 
hetwene ne shipment of 121,000 tons to the United States 
era n December 15 and 20. The trans-Atlantic sugar trade 
jon pry improved. Fixtures included a steamer of 2,836 
5 200 ws rom Cuba to U. K.-Continent at 14s for December, a 
“ - m vessel from Cuba to Liverpool on the basis of 13s 9d 
s if two loading ports, for the first half of December, and 








two unconfirmed fixtures from Cuba to Alexandria, vessels of 
2,580 and 2,985 net tons for loading in December and December- 
January, respectively. 

The time charter market showed some improvement over 
the previous week, a good sized list of West Indies charters 
being reported, most of them for round trips. Longer voyages 
included a motorship of 2,516 net tons for a period of 8 to 12 
months in the west coast of South America trade, at $1.02%, 
for December-January, a vessel of 3,116 net tons for the New 
York-River Plate trade and an intercoastal charter, an Amer- 
ican steamer of 3,524 net from the North Atlantic to North 
Pacific, December. 

The scrap iron market continued active. Fixtures included 
a steamer, 2,781 net, from New York to Genoa at $5.15 for 
December loading; a 2,620 net ton steamer from the North 
Atlantic range to Genoa on the basis of $5.20 if one loading port 
or $5.35 if two, gross form, with option for Glasgow or Ardrossan 
at 15s 6d for one loading port, 16s for two, free discharge, for 
loading the latter half of December, and two fixtures from North 
Atlantic ports to U. K. for December. ; 

The coal trade was dull except for a few West Indian car- 
goes, although inquiry for tonnage to Italy continued. 

Tanker fixtures included a clean motorship of 8,500 tons 
from Philadelphia to South Africa, at 17s 6d for January; a 
10,000 ton motorship, dirty, from California to Japan at 37c 
for January and a steamer of 9,000 tons, dirty, taken for from 
six to twelve months’ time in the North American trade. 

Though no further increases were registered in the Pacific 
coast full cargo trades in November the gains made in October 
were maintained generally, according to a monthly freight and 
charter market report. Berth lines continued to run with capacity 
cargoes and strong inquiry was still heard for tramp vessels 
to load under charter. Owners showed little interest, however, 
according to the report, which ascribed two reasons for this— 
the ability of owners to obtain employment elsewhere as good 
as or better than offered by the U. S. Pacific coast and the 
feeling on the part of foreign owners of tramp tonnage that 
unsettled labor conditions on the coast were still a threat. For 
years, it is stated, it has been the practice of foreign owners 
to send vessels in ballast to the U. S. Pacific coast, often on 
speculation, but always feeling assured of some business turn- 
ing up and a resultant quick turn-around. Disastrous experi- 
ences met with by many owners during the past year or so in 
long and costly tieups through labor difficulties seem, at least 
for the present, to have put an end to this practice. 


Most of the business in the wheat and lumber trades was 
fixed from British Columbia because of lower prices of these 
commodities there. In the Japan-China grain trade some good 
sized parcels of feed wheat were booked from Vancouver to 
Japan at about $2.90 to $3.00 per ton, while in the U. K.-Conti- 
nent trade rates appeared to have softened slightly. Several 
vessels, however, took combination cargoes of wheat and lum- 
ber at rates in the neighborhood of 20s 6d to 22s per ton, free 
in and out, and some distress liner space for wheat was re- 
ported at from 18s 6d to 20s. In the intercoastal grain trade 
owners’ high ideas, due to a scarcity of American ships, resulted 
in a lack of fixtures but negotiations were reported as still 
going on. 

Lumber business to Japan slackened somewhat during the 
month and rates eased off toward the end from about $7 to 
$6.50 on squares and from $9.00 to $8.50 on logs. Berth rates 
in the China trade were about $7.00 to $7.25 for Shanghai at 
the close of the month, with about 50c more for North China 
ports. Several vessels were fixed on lump sum basis, free in 
and out, and there was considerable inquiry in the market for 
tonnage to load full cargoes but the available tonnage was 
scarce. Five vessels were fixed for Australia with lumber, all 
from British Columbia on f. i. o. basis. Although there was 
inquiry for full cargo tonnage to load lumber in the intercoastal 
trade, regular liners were able to care for all offerings at the 
pegged rate of $12.50. 

Inquiry for American ships on time charter continued 
strong, with several fixtures reported at remunerative rates of 
hire. 

Fixtures of tankers from California were confined to a 
few for the Far East and Mediterranean. Three dirty vessels 
were taken for Japan, two of them of 4,339 and 5,258 net tons 
at 10s 6d and 10s 3d respectively and the other a 10,000 ton ves- 
sel at 37c. A clean vessel of 4,754 net tons was fixed to the 
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Mediterranean at 19s 3d for November-December loading. A 
vessel of 3,785 net tons was reported fixed from California to 
Italian Somaliland. 


Shipping Board Hearing 


The Shipping Board Bureau held hearings December 2 and 3 
in New York to investigate charges made by the Seas Shipping 
Company, operators of the Robin Line, that the United States- 
South African Freight Conference had rejected its application 
for membership in the group and had then deliberately cut rates 
in the trade. 

The first witness December 2 was Arthur R. Lewis, presi- 
dent of the Seas Shipping Company, who described the entrance 
of the Robin Line into the South African trade: as a result of 
a survey made with a view to finding employment for four ves- 
sels his company purchased from the Shipping Board in 1920 
and 1921 and which were laid up in 1932. Many American auto- 
mobiles were moving to South Africa from New Orleans and 
the newly formed Robin Line hoped to get a share of this busi- 
ness for New York, he said. Following the refusal of the con- 
ference to admit his line to membership, rates were reduced by 
the conference and these cuts were met by the Robin Line, he 
added. 

Sylvester J. Maddock, traffic manager of the Robin Line, 
testified as to his unsuccessful efforts to bring about an agree- 
ment on stabilization of rates and described the heavy move- 
ment of automobiles in November that resulted in a request 
by the Robin Line to the Shipping Board Bureau for allocation 
of a board vessel to take care of the extra business. This re- 
quest was rejected. He also asserted that there was room in 
the South African trade for another American company and that, 
if his company was admitted to the conference, it would expect 
to receive an equal share of the sailings in rotation. He did not 
feel that the American South African Line should curtail its 
sailings but that the foreign lines should do so if necessary. 

James A. Farrell, Jr., president of the American South 
African Line, reviewed the history of the trade since 1896 
and described its development through establishment of the 
first American-flag service by the Shipping Board in 1919. He 
declared that non-conference operators had so increased their 
sailings that the reductions in rates were necessary, not to 
hurt the non-conference lines, but to protect the business which 
the conference lines had built up. 


Denial that the rate cuts were made to hurt the Robin 
Line was also made at the final day’s hearing by John B. 
O’Reilly, secretary of the conference and a member of the firm 
of Norton, Lilly and Company, agents for Ellerman and Buck- 
nall and the Union Castle lines. The reduction from $20 to $5 
on general cargo in June and then to $4 in September, he 
said, was intended to stabilize the rates, but he admitted the 
conference could not at present quote a definite rate for Feb- 
ruary and March sailings, though it had formerly named rates 
several months in advance. He added that the conference never 
had any difficulty in supplying sufficient tonnage for the trade. 

Another witness was J. Russell Smith, professor of economic 
geography in the School of Business of Columbia University and 
author of books on transportation, who said rate wars were 
harmful in the long run to shippers as well as owners and 
that the establishment of fixed prices enabled organizations to 
grow. 

M. T. Noblett, of Boyd, Weir and Sewell, agents for the 
Hansa Line, was also a witness. 

In adjourning the hearing the examiner ordered briefs in 
the case to be filed by December 31. 


Protest Over Ship Subsidy 


J. Caldwell Jenkins, vice-president of the Black Diamond 
Steamship Corporation, announced that his company had resigned 
from the American Steamship Owners’ Association in protest 
over the failure of the association to agree on a constructive 
ship subsidy program. This action, which marked the first 
serious split in the ranks of the organization, was expected to 
be followed by the resignation of several other steamship com- 
panies. The membership of the association comprises virtually 
every well known American steamship company. 


In making public his company’s letter of resignation, ad- 
dressed to R. J. Baker, president of the association, Mr. Jenkins 
said the association had insisted on treating the proposed ship 
subsidy as a benefit for all lines, irrespective of classifications 
of protected trades, semi-protected trades and unprotected trades. 
A statement that accompanied the letter of resignation classi- 
fied the unprotected trades as those in which American lines 
compete in overseas trades with foreign-flag operators, that 
enjoy a large percentage of the traffic plus subsidies and op- 
erating advantages; semi-protected trades as American ships 
in nearby foreign trades that carry a large percentage of Amer- 
ican commerce in those trades, and protected tradés as the coast- 
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wise and intercoastal services protected by law from compet. 
tion by foreign ships. The statement added, in part: 


We have felt that the correct basis for and degree of governmen 
subsidies to the American merchant marine can only be arrived x 
by treating each of the above-named widely separated groups strictly 
upon its own merits. The basis of subsidy involves merely that gOv- 
ernment aid, which is necessary to make possible the development o 
essential steamship lines under the American flag that would no} 
otherwise exist. Also, that the degree of subsidy in each case myy 
represent the quantity of aid necessary to offset the handicaps 9 
whatever nature enjoyed by the foreign-flag competitor of the Amer. 
can vessel. 

The Black Diamond Line feels so strongly that the fair and gf. 
fective handling of this vital question involves at this time the pro. 
cedure suggested herein that it is compelled to resign as a member 
of the American Steamship Owners’ Association unless it can h¢ 
taken into account in any further action of the association on the 
subject. : 

Hearing on Free Storage 


The Shipping Board Bureau opened hearings in New York 
December 4 on the complaint made by the ports of Boston, 
Philadelphia, Baltimore and Hampton Roads that steamship 
lines operating at New York have been allowed a greater amoumt 
of free storage time on import cargo on piers than at the other 
ports. 

Practices of various New York steamship lines in regard to 
free storage were described by witnesses at the initial session, 

J. E. Magner, freight traffic manager of the Grace Line, 
felt that his company would benefit if a restriction were placed 
on free time and that it would be glad to comply if the Shipping 
Board Bureau issued such an order. He said it had been found 
necessary to restrict the time on intercoastal cargo. H. VW. 
Proom of the Black Diamond Line, described intances where 
cargo had been held on the company’s Weehawken pier for over 
forty days but said that there had been little occasion for shift. 
ing it to make room for other cargo. 

The Isbrandtsen-Moller and Maersk lines hold very little cargo 
on their piers beyond ten days, M. F. Crinkley, traffic manager 
of the lines, said, and added that he did not think the company 
would be much affected if a reduction of free storage time were 
ordered. G. L. Holt, marine superintendent of Moore & Me 
Cormack, agents for the American Scantic and American Carib. 
bean lines, said a reasonable limit on free time would probably 
expedite vessel discharges but he did not feel that this limita 
tion should be extended to peat moss and newsprint, which 
could not, by reason of the small margin of profit, stand ware 
house charges in addition to freight. James B. Young, of the 
Barber Steamship Lines, said his company’s practice was to get 
cargo off its Staten Island and Brooklyn piers as soon as pos 
sible and that rubber was limited to 14 days by agreement. 


MAIL CONTRACT CANCELLED 


Cancellation by agreement between the United Fruit Com- 
pany and the Post Office Department of the ocean mail contract 
covering foreign ocean mail route No. 41, from New Orleans, 
La., via Havana, Cuba, and Cristobal, Canal Zone, to Cartagena 
and Puerto, Colombia, has been announced by Postmaster Gen- 
eral Farley on the ground that the route was not “an essential 
mail route.” 

The contract was to have run for a period of ten years from 
March 21, 1933, and was one of three held by the United Fruit. 
Under the other two contracts six ships have been built at a 
cost of approximately $20,363,000 and are being operated. The 
department said these two contracts were still in effect and 
that no agreement had been made with the United Fruit on 
account of its claims for construction differential. 

Under the terms of the cancelled contract two new ships 
were to have been built, but extension of time was given the 
contractor, said the department, due to the unsettled state of 
proposed merchant marine legislation, and the ships had not 
been constructed. Commenting on the cancellation of the col- 
tract for route No. 41, the Postmaster General said: 


I am convinced that the contract on this route was not in the 
public interest, and that a substantial saving will result to the United 
States by its cancellation. This has been agreed to by the United 
Fruit Company. There has been paid to the company, under the 
contract, approximately $544,000. The cancellation will result in 4 
saving of approximately $4,000,000 to the government. The United 
Fruit Company will continue to carry the mail and perform the service 
between New Orleans, Cuba, the Canal Zone and Colombia at Amer- 
ican poundage rates, which will be a small fraction of the contract 
rates. The company assured me that its regular high class service 
between the ports will be continued and will not be interrupted. 


The report of the Postmaster General to the President, 
which was made after the department’s investigation of foreis? 
ocean mail contracts, stated that if mail carried over route No. 
41 had been paid for at American poundage rates the amount 
paid to the United Fruit Company would have been $32,667.99 
for the fiscal years 1933 and 1934. The contract payments in 
the same perigd were $268,837.50. These figures indicate the 
amount of subsidy involved. 
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December 7, 1935 


FOREIGN-TRADE ZONES 


Secretary of Commerce Roper, chairman of the Foreign- 
Trade Zones Board, has announced receipt of an application 
from the Board of State Harbor Commissioners of San Fran- 
cisco, Calif. for a grant to establish a foreign-trade zone in the 
port of San Francisco. According to the application this zone 
would embrace the two outer transit sheds on Pier 45, together 
with the adjacent uncovered areas of the pier and portions of 
the adjacent slips sufficient to permit the berthing of ships. 
This property is owned by the state of California, and is under 
the jurisdiction of the Board of State Harbor Commissioners, 
an official body of the state. 

This application is made in accordance with the Celler for- 
eign-trade zones act (48 Stat. 998, 1001), approved June 18, 1934, 
which provides “for the establishment, operation, and mainte- 
nance of foreign-trade zones in ports of entry in the United 
States, to expedite and encourage foreign commerce, and for 
other purposes,” and under authority of Assembly Bill No. 660, 
approved by the governor July 15, 1935, which authorizes “pub- 
lic and private corporations of and in the State of California 
to make applications for the right to establish, operate and 
maintain, and to establish, operate and maintain foreign-trade 
zones in or adjacent to ports of entry in this state.” 

Under the procedure established by the Foreign-Trade 
Zone’s Board, the application, with the exhibits, will be referred 
by the Secretary of Commerce to the executive secretary of the 
Foreign-Trade Zones Board for preliminary analysis and refer- 
ence to the Secretary of War and the Secretary of the Treasury, 
the other members of the board. At a later date a public hear- 
ing will be held in San Francisco by representatives of the 
board for the purpose of obtaining facts useful to it. The imme- 
diate objective of the hearing will be to determine whether or 
not the proposed plans are suitable for the accomplishment of 
the purpose of a foreign-trade zone under the act, and whether 
or not the facilities and appurtenances which it is proposed to 
provide are sufficient. 

This is the second application submitted to the Foreign- 
Trade Zones Board, one having been previously filed by the 
mayor of New York for a grant to establish a foreign-trade zone 
in the port of New York at Stapleton, Staten Island. This 
latter application is now receiving the consideration of the 
board. A formal letter of application has been received by the 
board from the governor of Puerto Rico applying for a grant 
to establish a foreign-trade zone in the port of San Juan. How- 
ever, the necessary exhibits have not yet been received, but 
are expected in the near future. 


WATER RATES FROM SAN DIEGO 


Dismissal of the complaint in Shipping Board Bureau Docket 
No. 106, Harbor Commission of the City of San Diego et al. 
vs. American Mail Line, Ltd., et al., has been recommended 
by Examiner C. B. Gray in a proposed report in which he finds 
that rates from San Diego, not a terminal port, higher by arbi- 
trary of $2.50 than rates from Los Angeles Harbor, San Fran- 
cisco, Calif.. and other Pacific coast terminal potrs, on like 
traffic to destinations in the Orient, or charges for handling such 
cargo at San Diego, have not been shown to be in violation of 
the shipping act of 1916. 

The examiner said the volume of business offerings at 
San Diego was not regarded by defendants as sufficient to war- 
rant the establishment of direct service from that port. He said 
volume of traffic and operating cost were factors defendants 
might properly consider in constructing their rates. He said 
the difference in the rates from San Diego and the terminal 
ports appeared justified by the small amount of freight moving 
oe San Diego and the higher cost of transportation from that 
port. 

Complainants objected to handling charges on the ground 
they were higher than those for similar services at Los Angeles 
Harbor. At the time of the hearing, however, said the examiner, 
the charges assessed at San Diego were the same or lower 
aoe those contemporaneously maintained at Los Angeles 

arbor. 


IMPROVEMENT OF WATERWAYS 


Further improvement of Fairport Harbor, Ohio, at an esti- 
mated cost of $145,000 for new work with maintenance estimated 
at $11,000 annually, subject to furnishing by local interests of 
all lands or easements required and other conditions, has been 
recommended by Major General Markham, chief of army engi- 
neers, and the Board of Engineers for Rivers and Harbors, in a 
report transmitted to Chairman Mansfield, of the House com- 
mittee on rivers and harbors. 

Allocation of $45,000 of river and harbor funds for recon- 
struction of the river and harbor survey steamer Peary has been 
made by the War Department. 
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For dredging in the Peconic River, N. Y., $30,184.57 has been 
provided, and for completion of a combined highway and railroad 
bridge across the intracoastal waterway, Cape Fear River, N. C., 
to Winyah Bay, S. C., $12,200. 

“This project,” said the War Department with reference to 
the intracoastal waterway, “furnishes the remaining uncompleted 
link in the protected intracoastal waterway extending from Nor- 
folk, Va., to Miami, Fla. The drédging involved is well advanced 
and completion of the project will be effected in the next few 
months. It is to the interests of future navigation through the 
waterway that provisions be made at this time for full comple- 
tion of the combined highway and railroad bridge.” 


SHIP LINE INDEBTEDNESS 


Shipping Board Bureau officials are continuing to check on 
indebtedness of steamship lines to the government on account 
of ship purchases and ship loans with a view to bringing pay- 
ments thereon up to date as soon as possible, according to in- 
formation obtained at the bureau’s offices. This policy has been 
pursued for some time. L. D. Staver, general comptroller of 
the bureau, has left Washington for the Pacific coast to make 
a survey of the situation of debtor lines operating out of Pacific 
ports, including the Dollar interests. This is in accord with a 
practice that has been followed heretofore, according to officials. 





SHIPPING MONOPOLY ALLEGED 


The California Packing Corporation has obtained from the 
Federal Trade Commission a further extension of time to answer 
allegations in the commission’s complaint charging restraint of 
competition in trade and shipping. It now has until December 
21 to file its answer (see Traffic World, Oct. 19, p. 698 and Nov. 


16, p. 857). 


SHIPPING BUREAU HEARING 


The Shipping Board Bureau hearing in No. 94, Boston Port 
Authority vs. Colombian Steamship Co., Inc., et al. and No. 183, 
Commonwealth of Massachusetts vs. Colombian Steamship Co., 
Inc., et al., scheduled for Boston, Mass., December 9, will be 
held in Room 1309, thirteenth floor, U. S. Post Office building, 
instead of Court Room No. 4, as previously announced. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 


amended: 
Agreements Approved 

Agreement No. 4152 between Kawasaki Kisen Kaisha and Weyer- 
haeuser Steamship Company, providing for the transportation of cargo 
under through bills of lading from Japan, Formosa, Shanghai, Yangste 
River ports and China coast ports north of Shanghai to New York, 
Newark, Philadelphia, Trenton, Baltimore, Portsmouth and Norfolk. 

Agreement No. 4446 between The Booth Steamship Company, 
Limited, and Southern Pacific Company (‘‘Morgan Lifie’’), provid- 
ing for the transportation of cargo (excepting coffee in bags from 
Pernambuco) on through bills of lading from specified South Amer- 
ican ports to New Orleans, Galveston and Houston. 

Agreement No. 4471-1 between Coast Steamship Company (1922), 
Limited, and American-Hawaiian Steamship Company, modifying 
Agreement No. 4471, which provides for the transportation of 
cargo under through bills of lading from Victoria, Vancouver, New 
Westminster, Powell River, Chemainus and Port Alice, British Colum- 
bia, to United States Atlantic coast ports. 

Agreement No. 4538-1 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Richmond Navigation & Improvement Co. modifying 
Agreement No. 4538, which provides for the transportation of cargo 
under through bills of lading between U. S. Gulf ports and Alameda, 
Oakland and Richmond. 

Agreement No. 4539-1 between Luckenbach Steamship Company, 
Ine., and Richmond Navigation & Improvement Co. modifying Agree- 
ment No. 4539, which provides for the transportation of cargo under 
through bills of lading between U. S. Atlantic coast ports and Ala- 
meda, Oakland and Richmond. 

Agreement No. 4562 between American Line Steamship Corp., 
The Atlantic Transport Co. of West Virginia (Panama Pacific Line) 
and American South African Line, Inc., providing for the transpor- 
tation of rubber battery boxes on through bills of lading from Pacific 
coast ports of Capetown, Port Elizabeth, East London, Port Natal, 
yp = of South Africa, and to Lourenco Marques, Portuguese East 

rica. 

Agreement No. 4584 between N. V. Nederlandsch Amerikaansche 
Stoomvaart Maatschappij “‘Holland-Amerika Lijn,” Rotterdam and 
Bermuda & West Indies Steamship Co., Ltd., providing for the trans- 
portation of cargo under through bills of lading from Holland to St. 
Thomas and St. Croix, Virgin Islands. 

Agreement No. 4612 between Prince Line, Ltd., and Bull Insular 
Line, Inc., providing for the transportation of canned corned beef 
and jerked beef on through bills of lading from Montevideo and/or 
Buenos Aires to Puerto Rico. 

Agreement No. 4616 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Union Steam Ship Company of New Zealand, Ltd., 
providing for the transportation of cargo under through bills of lad- 
ing from U. S. Gulf ports to Australia and New Zealand. 

Agreement No. 4648 between States Steamship Company and the 
American-Hawaiian Steamship Company, providing for the trans- 
portation of cargo, with the exception of silk, bullion and specie, 
under through bills of lading from Japan, China, Manchuria and the 
Philippine Islands to U. S. Atlantic coast ports. 

Agreement No. 4656 between Edward P. Farley & Morton L. 
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Fearey, trustees of the Munargo Steamship Corporation, and Southern 
Pacific Company (Morgan Line), providing for the transportation of 
cargo on through bills of lading from Nassau, N. P., Bahama Islands, 
to New Orleans, Galveston & Houston. 

Agreement No. 4660 between American-Hawaiian Steamship Com- 
pany and Compagnie Generale Transatlantique (French Line), pro- 
viding for the transportation of cargo on through bills of lading from 
U. 8S. Pacific coast ports to Bordeaux, Dunkirk, Havre, Nantes, and 
St. Nazaire. 

Agreement No. 4665 between Pacific Coast Direct Line, Inc., and 
the member lines of the Far East Conference under which Pacific 
Coast Direct Line, Inc., agrees that on all through shipments trans- 
ported by it from U. S. Atlantic and Gulf ports to a Pacific coast 
port for transhipment to a port in the Far East under the jurisdic- 
tion of the Far East Conference, it will charge rates no lower than 
the rates of such conference. Pacific Coast Direct Line, Inc., further 
agrees to tranship all cargo so transported to vessels of carriers 
which are members of either the Far East Conference or the Pacific 
Westbound Conference. The conference lines agree to permit the 
Pacific Coast Direct Line, Inc., to participate in the transportation 
of cargo of shippers having contracts with the conference at the 
rates and upon the conditions specified in said contracts. 

Agreement No. 4674 between Anchor Line (1935), Limited, and 
Panama Mail Steamship Company, providing for the transportation 
of cargo on through bills of lading from the United Kingdom to U. 8. 
Pacific coast ports. 

Agreement No. 4675 between Panama Mail Steamship Company 
and Anchor Line (1935), Limited, providing for the transportation of 
cargo on through bills of lading from U. S. Pacific coast ports to the 
United Kingdom. 

Agreement No. 4676 between The Ocean Steam Ship Company, 
Ltd., The China Mutual Steam Navigation Co., Ltd., Nederlandsche 
Stoomvaart Maatschappij ‘‘Ocean,’’ providing for the distribution of 
their joint pool share under agreement (3780) with other Far East 
Conference Lines, which provides for the apportionment of sailings 
and the pooling of freight revenues in the Atlantic/Far East trade. 

Agreement No. 4677 between Coast Steamship Company (1922), 
Limited, and Calmar Steamship Corporation, providing for the trans- 
portation of shingles on through bills of lading from Vancouver, Vic- 
toria, New Westminster, Powell River, Chemainus and Port Alice, 
British Columbia, to United States Atlantic coast ports. 


Agreement No. 4678 between American-Hawaiian Steamship Com- 
pany and N. V. Nederlandsch-Amerikaansche Stoomvaart-Maatschap- 
pij ‘Holland Amerika Lijn’’ (Holland-America Line), providing for 
the transportation of cargo under through bills of lading from U. S. 
Pacific coast ports to Rotterdam and Amsterdam. 


Agreement No. 4695 between Swayne & Hoyt, Ltd. (Gulf-Pacific 
Line), Oceanic and Oriental Navigation Company and The Oceanic 
Steamship Company, providing for the transportation of cargo under 
— bills of lading from U. S. Gulf ports to Australia and New 

ealand. 


Agreement No. 4696 between Luckenbach Steamship Company, 
Inc., and Haviside Company, providing for the transportation of 
heavy-lift cargo under through bills of lading between U. S. Atlantic 
coast ports and Oakland, Alameda, Richmond and Mare Island, Calif. 

Agreement No. 4697 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Haviside Company, providing for the transportation 
of heavy-lift cargo under through bills of lading between U. S. Gulf 
ports and Oakland, Alameda, Richmond and Mare Island, Calif. 

Agreement No. 4699 between American Scantic Line, Inc., and 
Seatrain Tines. Inc., providing for the transportation of cargo on 
through bills of lading from Gothenburg, Copenhagen, Gdvnia, Stock- 
a Helsinki, Wiborg, Kotka, Reval and Leningrad to New Orleans, 

a. 


Agreement No. 4700 between Wilhelm Wilhelmsen (Barber Wil- 
helmsen Line) and Luckenbach Gulf Steamship Company, Inc., pro- 
viding for the transportation of cargo on through bills of lading from 
Philiopine Islands, Hongkong, China, and Japan to U. S. Gulf of 
Mexico ports. 

Agreement No. 4701. between Ellerman & Bucknall Steamship 
Co., Limited, Andrew Weir & Company and Southern Pacific Com- 
pany (Southern Pacific Steamship Lines ‘‘Morgan Line’’), providing 
for the transportation of cargo on through bills of lading from India, 
Ceylon, Red Sea ports and Egypt to New Orleans, Galveston and 
Houston. 

Agreement No. 4704 between Vapores Correos Mexicanos, S. A. 
(Mexican Mail S. S. Co.) and American-Hawaiian Steamship Com- 
pany, providing for the transportation of damiana leaves on through 
eae of lading from Mazatlan, Sin., Mexico, to U. S. Atlantic coast 
ports. 

Agreement No. 4707 between Williams Steamship Corporation and 
Coast Steamship Company (1922), Limited, providing for the trans- 
portation of cargo under through bills of lading from United States 
Atlantic coast ports to Vancouver and Victoria, British Columbia. 


Agreements Canceled 


Agreement No. 331 to the extent of the participation therein of 
the American-Hawaiian Steamshin Company and Holland-America 
Line and the American-Hawaiian Steamship Company and Compagnie 
Generale Trans-Atlantique. 

Agreement No. 760 includes an arrangement between Prince Line, 
Ltd., and Bull Insular Line. Inc., which arrangement is superseded 
by agreement numbered 4612 and should be canceled as requested 
by the parties thereto. 

Agreement No. 1340, as amended, between Swayne & Hoyt, Ltd. 
(Gulf Pacific Line) and Lykes Bros. Steamship Co., Inc., providing 
for the transportation of cargo under through bills of lading from 
Pacific coast ports to Puerto Rican ports. ; ) 

Agreement No. 1796 between American West African Line, Inc., 
and Nelson Steamshin Company, providing for the transportation 
of cocoa beans from West African ports to U. S. Pacific coast ports. 

Agreement No. 1869 between Gulf Pacific Mail Line, Ltd., and 
Lykes Brothers Steamship Company. Inc., providing for the trans- 
portation of cargo under through bills of lading from Pacific coast 
ports to Puerto Rican ports. 

Agreement No. 1870 between Gulf Pacific Mail Line, Ltd., and 
Lykes Brothers Steamship Co., Inc., providing for the transportation 
of cargo under through bills of lading from Pacific coast ports to 
Santo Domingo City and San Pedro de Macoris. 

Agreement No. 2208 between Edward P. Farley and Morton L. 
Fearey, trustees of Munson Steamship Line, and Norfolk and Wash- 
ington. D. C., Steamboat Company, providing for the through trans- 
portation of cargo between Washington and New Orleans and Houston, 

Agreement No. 2221 between Luckenbach Gulf Steamship Com- 





pany, Inc., and Union Steam Ship Company of New Zealand, Ltd 
which is superseded by agreement No. 4616. . 

Agreement No. 2230 between Swayne & Hoyt, Ltd. (Gulf Pagig, 
Line), The Oceanic Steamship Company and Oceanic and Orient, 
na Company, which is superseded by agreement numberaj 





RAIL-BARGE RATES 


The hearing in docket 26712, rail and barge joint rates y 
Chicago before Examiner Howell, beginning December 3, wa 
confined almost entirely to testimony from interests desirous y 
retaining the present rail-barge joint rate structure or of exten. 
ing it materially. The hearing was the third in a series thy 
began at New Orleans last March, continued in Minneapolis jj 
July, and to continue in St. Louis December 9. 

Typical of industrial witnesses was R. A. Cook, traffic map. 
ager, American Newspaper Association, New York, who said thy 
34 out of the hundred-odd members of his association to whop 
he had sent questionnaires had expressed themselves as favoring 
a continuance of joint rail-barge rates. Only three opposed suc 
continuance, he said, while the rest of the 52 who replied had m 
opinion. Personally, he said, he would like to see the rat 
retained and more added. He said he would like to see all-wate 
routes put in from the eastern Canadian paper mills, via the 
Great Lakes, the Illinois Waterway, and the Mississippi to St 
Louis. On cross examination he said one shipment had beg 
made that way all the way to Kansas City, but admitted it dij 
not go through in good shape and that no further shipments had 
been made on that route. 

W. H. Ehman, chief of the traffic department of the Wiscon 
sin commission, said the public interest of the state of Wisconsin 
warranted the retention of the joint rail-barge rates. He replied 
to questions as to whether it would still be in the public interest 
for his state if it could be shown that the rates in question wer 
actually lower than the cost of moving the traffic, by saying he 
didn’t know. Counsel, however, said it was not the position of 
the Wisconsin commission that rates actually below the cost of 
service were justified. 

F. L. Thomas, traffic manager, Wisconsin Canners’ Associa. 
tion, Madison, said the goods shipped by the members of his 
association had to compete in the Mississippi Valley and the 
southwest with similar goods shipped from the Atlantic ani 
Pacific coast producing areas. He said the only thing that hai 
enabled them to stay in that market at all was the rail-barge 
rate structure and that, in spite of that, the business had been 
declining steadily. He said that, if the rail-barge schedules were 
cancelled, it would not result in more business for the railroads 
but would, in fact, cut the railroad revenues from Wisconsin 
canned products, because 122 canning plants in that state were 
so located that they could, with comparatively short truck hauls, 
use all-water routes. 

On cross examination, he admitted that the barge line was 
not able to give anything in the way of service in addition to 
that the railroads offered and that the chief reason for wanting 
the rail-barge rates retained was because they were lower than 
the all-rail rates. He insisted, however, tlfat, aside from that, 
he would like to have available for his members all types of 
transportation, including the.barge line. 

J. R. Davy, manager, traffic bureau, Sheboygan, -Wis., Cham- 
ber of Commerce, and I. W. Whitaker, traffic manager, Aluminum 
Goods Manufacturing Company, Manitowoc, Wis., testified briefly 
as to the advantage to Wisconsin industry and their particular 
industries to have available a line of rail-barge rates. Mr. Davy 
admitted frankly that it was the level of those rates that most 
interested him and certain toy manufacturers in Sheboygan. 

D. L. Kelley, traffic expert for the South Dakota commission, 
said he would like to see the rail-barge rate pattern spread to 
cover his state. He said South Dakota was “stranded on a hill 
top of unreasonably high rail rates,” and he thought a little lower 
rail-barge adjustment might give some relief. He thought such 
rates might well be constructed over Omaha, where barge service 
is expected within a year, and eventually over Sioux City t 
which point the government expects to extend its Missouri River 
navigable channel within a year or two more. 

The only railroad witness was E. L. Bothwell, assistant gel: 
eral freight agent, Gulf, Colorado, and Santa Fe, who testified 
briefly as to the situation on coffee rates into the southwest. 
He introduced figures tending to show that there were barge-rail 
rates from New Orleans via Mississippi River ports to interior 
southwestern points lower than all-rail rates to the same points 
from Houston, though the railroad portion of the barge-rail haul 
was longer than the all-rail distance from Houston. 





The abstracts of tariff filings, rejections, suspet 
sions, ete., as printed in each issue of THE DAILY 


TRAFFIC WORLD enable subscribers always to be 


sure their tariff files are up-to-date. 
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Doings of the Traffic Clubs 









T. B. Curtis, general agent, Charleston and Western Carolina, 
ormer executive vice-president of the Associated Traffic Clubs 
»f America, Will speak on the work of that association at a meet- 
ng of the Chattanooga Traffic and Transportation Club at the 
Patten Hotel December 11. The club is considering applying 
or membership in the national association. 
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The luncheon meeting of the Traffic Club of Houston, at the 
Rice Hotel December 3, was Duncan Coffee Company Day, The 
offee company arranged the entertainment and E. C. Coker, its 
assistant sales manager, was in charge. 
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O Whom 

f: i at ‘ P 

sedan Frank X. Keilt, division freight agent of the Lehigh Valley 
; hele Railroad Company at Newark, N. J., 
a sia the newly elected president of the Traf- 


fic Club of Newark, has been in the 
field of railroad transportation since 
1914. Beginning with the Lehigh Valley 
at Grand Street Station in Jersey City 
the latter part of 1914, he handled 
various duties incident to station work, 
rising to the position of freight agent 
at that point in 1919. In 1920 he was 
transferred to the general traffic de- 
partment, New York, as chief clerk to 
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nea the assistant freight traffic manager. 
n Wen In 1921 he was appointed commercial 
ving he agent and later chief clerk to the gen- 
tion of eral eastern freight agent, New York, 


in which capacity he served until 1925, 
when he became city freight agent at 
In March, 1930, he was promoted to division freight 
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that point. 























‘<a agent at Newark, which position he now holds. He is a past 
nd the president of the Newark Railroad Club and a member of the 
ic and Rotary and Newark Athletic clubs. 
res. The Terre Haute, Ind., Transportation Club will hold a 
5 ton ladies’ night party at the Hotel Deming December 10. A buffet 
5 wae supper will be served and there will be dancing and cards. C. E. 
ine Earp is chairman of the committee in charge. 
wen Ml ... The Women’s Traffic Club of Detroit will hold a Christmas 
hanks dinner and party at the Chalet December 12. Miss Pearle Mooney 
’ is chairman of the club’s entertainment committee which has 
“a charge of the affair. There will be a program of entertainment. 
iegrs The members of the club are donating a quantity of canned 
anting goods for inclusion in the Christmas baskets to be distributed 
oe by the Detroit Goodfellows. 
Been The transportation educational forum of the Transportation 
Club of Des Moines will meet at the Chamber of Commerce 
— December 9. Discussion of the consolidated classification, begun 
east at the last meeting, will be continued. Glen F. Brown, com- 
riefly mercial agent, Railway Express Agency, will speak on “Some 
yarn Special Features of Railway Express Service.” 
vy eed 
om The Traffic Club of the Lehigh Valley will hold a dinner 
" meeting at the Americus Hotel, Allentown, Pa., December 16. 
aa Edward Dahill, chief engineer, container bureau, Association of 
d to American Railroads, New York, will speak and show motion 
hill pictures. There will be a program of wrestling bouts. 
W 
pe i A. R. Morgan, Pennsylvania Railroad, spoke on “Class Rates 
aie Within Official Territory” at a meeting of the Junior Traffic 
+ ts Club of Chicago, in the rooms of the Traffic Club of Chicago, 
ais Palmer House, December 5. The affair was in the hands of the 
club’s classification committee, of which S. T. Iden is chairman. 
cel The Pacific Traffic Association, San Francisco, will hold a 
ae ennne party at the Bal ‘Tabarin December 12, Al Fair is 
oe chairman of the committee in charge. 
oa oe pagers ball of the Birmingham Traffic and Transporta- 
me — was held at the Thomas Jefferson Hotel December 6. 
ere were dancing, entertainment and favors for the ladies. 
David T. Lamond, treasurer of Lee and Simmons, Inc., and 
en - aa on of the New York City committee on port and ter- 
LY Traffic’ will speak on “Foreign Commerce” before the Women’s 
‘. } a of Greater New York at its monthly meeting De- 
ember 10 at the George Washington Hotel. The club is ex- 
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pected to take action at this meeting on the resolution in opposi- 
tion to the Wagner bill, adopted at the Indianapolis convention 
of the Associated Traffic Clubs of America. The Entertainment 
Committee will present a special program. 





The New York Railroad Club will hold its annual Christ- 
mas season.dinner at the Hotel Commodore, December 12, mark- 
ing the sixty-third anniversary of the club’s existence. A musical 
comedy production, entitled ‘‘Railroaders’ Revels of 1935,” will 
be presented. 





The Tri-State Traffic Club and the Pittsburg Chamber of 
Commerce will hold a joint dinner meeting at the Hotel Besse, 
Pittsburgh, Kansas, December 11. Went Smith, assistant at- 
torney general and director of the Kansas State Highway Patrol, 
will be the speaker. Ira Clemens, president of the traffic club, 
will preside and H. H. Holzer will be toastmaster. 





The Transportation Club of San Francisco will have a 
Christmas party and open house at the Palace Hotel Decem- 
ber 14. The club will also hold a New Year’s eve party at the 
Palace Hotel, December 31. 





“Railroad Versus Highway Safety,’ motion pictures show- 
ing the effectiveness of rail safety work as an example for high- 
way effort, were shown at the luncheon meeting of the Trans- 
portation Club of St. Paul at the Lowry Hotel December 3. The 
pictures were furnished by the Chevrolet Motor Company. 





The Traffic Study Club of Akron, O., will observe Goodyear 
night at the Mayflower Hotel December 10. V. R. Jacobs, man- 
ager, aeronautics and government sales, Goodyear Tire and 
Rubber Company, will speak on “Stratosphere Flights.” Entez- 
tainment will be furnished by the Goodyear Company. 





J. E. Payne, newly elected president of the Traffic Club of 
Tulsa, served as vice-president of the club this year and will be 
installed as president at the club’s tenth 
annual installation dinner and dance at 
the Hotel Tulsa, December 10. He was 
born in St. Louis, Mo., in 1900, and ob- 
tained his education in the grade and 
high schools of that city, also attending 
the St. Louis Manual College for two 
years. He began his railroad career 
with the Frisco Lines in June, 1917, in 
the accounting department. He joined 
the traffic department staff of the Frisco 
in the general offices at St. Louis as 
city passenger agent in July, 1920, and 
continued in that position until his ap- 
pointment as assistant general passen- 
ger agent at Tulsa, Okla., in February, 
1928. He was appointed traffic manager 
of the Frisco at Tulsa, January 1, 1933, 
and occupies that position at the present time. Other officers 
to be installed at the annual dinner include A. F. Winn, traffic 
manager, Skelly Oil Company, vice-president; Roy Wattenbarger, 
general agent, Louisiana and Arkansas, secretary-treasurer; and 
J. S. Rollman, city passenger agent, Santa Fe Lines, Earl R. 
Smith, general manager, Vendome Tank Car Company, and J. C. 
Beaumont, general agent, Union Pacific, as directors. Mr. Payne 
succeeds as president, J. L. Burke, traffic manager, Stanolind 
Pipe Line Company. Holding over for a one-year period as 
directors are: J. R. Lewallen, assistant traffic manager, Tide 
Water Oil Company; T. H. Riggin, traffic manager, H. F. Wilcox 
Oil and Gas Company; and W. S. Larsen, general agent, Chicago 
and Illinois Midland Railway Company. 








Mendel A. Keith, traffic manager, International Stacey Cor- 
poration, Columbus, O., was the speaker at the third annual 
dinner of the Women’s Traffic Club of Chicago, the evening of 
December 2 in the rooms of the Traffic Club of Chicago in the 
Palmer House. - His subject was: “Cooperation Between the 
Purchasing, Sales, and Traffic Departments.” Miss Florence 
Cox, president of the club, presided and introduced the toast- 
master, Henry A. Palmer. He introduced the other officers and 
committee chairmen of the club—Miss Cotten, vice president; 
Miss Luster, treasurer; Miss Shears, corresponding secretary; 
Miss Hitchcock, recording secretary; Miss Davis, chairman of 
the reception committee; Miss McKinley, chairman of the mem- 
bership committee; Miss Micon, editor of The Manifest—and 
the following guests at the head table, each of whom made a 
few remarks: Professor L. C. Sorrell, of the University of Chi- 
cago; T. J. Shea, president of the Traffic Club of Chicago; J. E. 
Paulan, president of the Junior Traffic Club of Chicago; John 
Duffy, vice president, Lehigh Valley Railway; T. J. Wall, general 
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agent, passenger department, Canadian Pacific Railway. The 
club will hold a Christmas party the afternoon of December 21. 





Motor vehicle operators in Indianapolis have formed the 
Highway Transportation Club. Under its by-laws, active mem- 
bership in the club is confined to those engaged in the busi- 
ness of highway transportation. A classification of associate 
membership has been set up for individuals and organizations 
in the motor supply industry. The club plans a number of 
social events for the winter season. Its officers are: Presi- 
dent, L. W. Ray, Curtis Brothers Storage and Transfer Com- 
pany; vice-president, F. J. Isler, Denny Motor Transfer Com- 
pany; secretary, R. G. Nease, Decatur Cartage Company, and 
treasurer, Howard Ireland, Burnside Motor Freight Line. 





Samuel H. Cady, vice-president and general counsel, Chi- 
cago and North Western, Chicago, was the speaker at the an- 
nual meeting of the Traffic Club of Green Bay, Wis., Decem- 
ber 3. 





Rules 4 and 5 of the tariff circular were discussed at meet- 
ing of the junior study group of the Traffic Club of Dallas, 
December 3. Rule 7 will be the subject for discussion at the 
next meeting of the group December 16. The senior study group 
will discuss paragraphs 1, 2 and 3 of section 10 of the inter- 
state commerce act at a session to be held December 10. 





The annual oyster bake of the York, Pa., Traffic Club will be 
held in the Manufacturers’ Association Building December 12. 
The annual dinner of the club has been set for January 16, 1936. 





Sylvano Balboni, European movie director, spoke on “The 
Present European Situation” at a meeting of the Women’s 
Traffic Club of Los Angeles December 4. Mabel Usher, member 
of the club, spoke on the duties of the customs broker and Ted 
Loretz explained the Wagner bill. The club is in the midst of 
a membership drive which will end March 15, 1936. 





Parker McCollester, attorney and co-author of a new book, 
“Federal Motor Carrier Regulation,’ spoke on “Important Fac- 
tors of the Federal Motor Carrier Act,” at a meeting of the 
Traffic Club of Newark at the Chamber of Commerce auditorium 
December 2. After analyzing the act Mr. McCollester said he 
thought it “open to question as to whether or not in some re- 
spects Congress had not attempted to delegate its own legisla- 
tive powers to the Commission” in the act. He cited as such 
a questionable instance that provision of the law which em- 
powers the Commission to prescribe reasonable requirements 
with respect to private carriers “if need therefore be found.” 
“It is ordinarily the function of the legislature to determine 
whether there is reasonable need for laws or regulations to 
govern the conduct of citizens of the country,” the speaker said. 
He raised the same point with respect to other provisions of 
the law. As to the enforcement of the law, he said: “Reasonably 
complete enforcement of the law can be achieved only with the 
cooperation of all affected thereby, both shippers and carriers.” 
The forum group of the club will hold a meeting at the Newark 
Athletic Club December 9. The following will lead the dis- 
cussions: Liability of carrier vs. warehouseman, F. S. Shafer; 
misrouting, W. S. Nevius; special damage because of delay, 
E. C. Fuller; loss and damage, A. Markowitz; claim prevention, 
Frank Rich. 





The Omaha Traffic Club has voted to ratify the resolution 
opposing the Wagner bill adopted at the Indianapolis meeting 
of the Associated Traffic Clubs of America. 





The Traffic Club of Baltimore observed foreign trade night 
with a dinner meeting at the Lord Baltimore Hotel December 
3. Harry Tipper, executive vice-president, American Manufac- 
turers’ Export Association, spoke on “The Value of Trade Agree- 
ments.” Henry F. Grady, chief, trade agreements section, United 
States Department of State, was guest of honor. P. E. MclIn- 
tyre, western traffic manager, International Mercantile Marine, 
was toastmaster. The Export and Import Bureau, the Baltimore 
port of the Propeller Club, the Steamship Trade Association, the 
Baltimore Export Managers’ Club and the Baltimore Passenger 
Association cooperated in the affair. 





The annual Christmas dinner dance of the Traffic Club of 
Denver will be held at the Lakewood Country Club December 
14. There will be cards and entertainment. The committee 
in charge consists of Elmer Custance, John O’Neil, Bill Burr 
and Clyde Wells. 





The Traffic Club of Chicago will hold a hockey luncheon 
December 11 in the club dining room at the Palmer House. All 
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of the members of the Chicago Blackhawk National 
hockey team will be present as guests, as will also SDory 
writers from the Chicago newspapers. Joe Farrell, public tel, 
tions counsel for the Blackhawks, will be master of ceremonig 






REPRESENTATION OF EMPLOYES 
















“Red Caps” or station porters are railroad employes Unde 

the railway labor act and are eligible for the services of the 

+ National Mediation Board to investigate and determine thy 

representatives for the purposes of that act, according to a TUliny 
made by the board. 

The services of the board were invoked by the Brotherhoy 
of the Washington Terminal Station Porters which claimed thy 
it held authorizations from a majority of the station porte, 
or “Red Caps” employed by the Washington Terminal Company 
and requested that the board certify that it was the authorizy 
representative of the porters. 

On behalf of the terminal company it was contended that 
the company had always considered that the service rendereg } 
the “Red Caps” was a personal service and not a service requir 
of the company. The company said this view was confirmed by 
a decision of the United States Railroad Administration ay 
also of the United States Railroad Labor Board. 

After deciding the “Red Caps” were under the act, the boar 
checked the authorizations held by the brotherhood and max 
the certification requested. The terminal company still o, 
tended that the “Red Caps” were not employes. 

The board has suspended its certification as to represent, 
tion of firemen of the Jacksonville Terminal Company pendix 
investigation of a protest (see Traffic World, Nov. 9, p. 828), 

The Denver and Salt Lake Clerks’ and Affiliated Employy 
Union has been designated as the representative of the clerical 
office, station, yard and storehouse employes (including tel. 
phone operators and foremen who do not exercise supervision 
through sub-foremen) of the Denver & Salt Lake. At an ele. 
tion held under the supervision of the National Mediation Boarj 
52 votes were cast for the organization named and 25 for the 
Brotherhood of Railway and Steamship Clerks, Freight Hap 
dlers, Express and Station Employes. 

The board has certified that the Railway Employes’ 
partment, American Federation of Labor, has been authorized ty 
represent machinists, boilermakers, blacksmiths, carmen, helper 
and apprentices, power house employes and railway shop k- 
borers of the Atlanta & St. Andrews Bay Railway Company. 































COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: James G. Blaine, St. Louis, Mo.; Harry E. Boe, 
Chicago, Ill.; T. T. Bouldin, Mineral Wells, Tex.; Clarence Bridg. 
forth, Dyersburg, Tenn.; Leon B. Brown, Los Angeles, Calif. 
Leo D. Coady, Dallas, Tex.; Eugene J. Conroy, New York, N. Y.; 
O. H. Dukes, Atlanta, Ga.; H. Stewart Dunn, Pittsburgh, Pa,; 
Wm. J. Gilwee, Kansas City, Mo.; Henry P. Goldstein, New York, 
N. Y.; Malcolm E. Grant, St. Louis, Mo.; John T. Graves, Wash- 
ington, D. C.; Byron C. Hanna, Los Angeles, Calif.; Edward J. 
Hanson, Charlotte, N. C.; Harry J. Harman, Indianapolis, Ind.; 
J. Benson Hoge, Lynchburg, Va.; Walter V. Huston, Kansas 
City, Mo.; John M. Jeffrey, Omaha, Neb.; S. Harrison Kahn, 
Washington, D. C.; Carl A. Kaiser, Breckenridge, Colo.; Wm. F. 
Kelly, Washington, D. C.; John J. Kraemer, Chicago, Ill.; Ewald 
E. Kundtz, Cleveland, O.; Darwin P. Kingsley Jr., New York, 
N. Y.; James G. Lane, Boston, Mass.; John L. Laskey, Washins- 
ton, D. C.; James M. Lewis, Los Angeles, Calif.; Harold C. 
Morton, Los Angeles, Calif.; Clifford H. Phillips, Omaha, Neb; 
Everett C. Pilcher, Omaha, Neb.; Arlo D. Poe, Los Angeles, 
Calif.; Allen Post, Atlanta, Ga.; Isaac Lobe Straus, Baltimore, 
Md.; John K. Truitt, Hamilton, O.; P. J. J. Nicolaides, Wash- 
ington, D. C.; George W. Whiteside, New York, N. Y., and Rich 
ard V. Zug, Philadelphia, Pa. 


GRADE CROSSING ACCIDENTS 


Fatalities resulting from highway-railroad grade crossilé 
accidents totaled 130 in August, according to the safety sec 
tion of the Association of American Railroads. This was 4 
increase of six compared with the number of fatalities in August 
last year. Reports showed 248 accidents at grade crossings il 
August, an increase of two compared with August, 1934. In 
those accidents 246 persons were injured, an increase of 5) 
compared with the same month the preceding year. In the 
first eight months of 1935 there were 2,291 accidents at high 
way-railroad grade crossings, or an increase of 21 compared 
with the corresponding period in 1934. In those accidents 983 
persons lost their lives, or an increase of 32 compared with the 
corresponding period last year. Persons injured in the first 
eight months of this year totaled 2,695 compared with 2,611 in 
the first eight months of 1934. 
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Digest of New Comp yey 
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o. 27226, New Orleans Joint Traffic Bureau, Ny 
“a. & R. et al. / 
Rates, grain and grain products, in forei and coastévise com- 
merce and grain reaching New Orleans by barge in y olation of 
sections 1 and 3, the undue preference eged being/ for points 
where such rates are equalized. Asks rates from New Orleans 
med thet when the traffic originates beyond and reaches New ' Orleans by 
vessel in foreign and coastwise commerce, the same as are con- 
Dorten temporaneously applied on like traffic from Mobile, Ala. Gulf- 
Ompany port, Miss., and Pensacola, Fla., to points in Ala., Fla., Ga., Ky., 
thorizg La., east of the Mississippi River, Miss., the Carolinas, and Tenn., 
which are more than 200 miles distant from Mobile, Gulfport and 
Pensacola, respectively; and to other points rates which bear a 
reasonable relationship to the rates from Mobile, Gulfport and 
Pensacola; and to establish and apply rates in the future on 
requi ; grain and/or grain products, from New Orleans, when reaching 
m that point by barge, which shall be reasonably and equitably re- 
Tmed by lated to rates contemporaneously maintained from Cairo, E. St. 
tion and Louis, Ill., Evansville, Ind., Louisville, Ky., Cincinnati, O., and 
Memphis, Tenn. (E. H. Thornton, C, A. Mitchell, L. A. Schwartz, 
he b and J. H. Rauhman, Jr., 310 Board of Trade Annex, New Orleans.) 
- si No. 27227, James M, Brown Co., San Francisco, Calif., vs. Southern 
: ¢ cific. 
till cop. Patates, Cattle, Ghent, Fletcher, and Paola, Calif., to various 
points in Calif., via interstate route through Nev. in violation of 
sections 1 and 3. Asks for an order requiring carriers to amend 
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resents. their tariffs and reparation. (A. Larsson, T. M., and practitioner, 
Dending 268 Market St., San Francisco, Calif.) 
828), No. 27228, Nashville Live Stock Exchange et al., Nashville, Tenn., vs. 
nployes’ Alton et al. , f . 

: Rates, feeder and stocker livestock, from Western territory to 
Clerical Nashville, Tenn., in violation of sections 2, 3 and 4 by reason of 
1g tele. their being as high as rates on ordinary livestock, undue prefer- 


ence alleged being for yards where rates are not on the basis 


even described. Ask new rates and reparation. (Hunter H. Perry, 
in elee. president, Tenn. Producers Live Stock Marketing Assn., and W. 
| Boari E. McCampbell, Secy., Union Stock Yards, Nashville, Tenn. 
for the No. 27229, Butler Brothers, Inc., St. Paul, Minn., vs. A. T. & S. F. 
. et al. 5a. i i 
t Han Rates, gasoline and other petroleum products, points in Kan., 
Okla., La., and Tex., to Nashwauk, Minn., in violation of section 
2s’ De 1. Asks new rates and reparation. (Emmett Butler, V. P., St. 
ized to Paul, Minn.) 
helpers No. 27230, Texas Company, New York vs. Alton et al. : 

Rate, liquid asphalt, Lockport, Ill., to Berwind, W. Va., in vio- 
0p la lation of section 1. Asks new rates and reparation. (Charles 
ny, Ervin, A. M., Railway Traffic Division, 135 E. 42d St., New York.) 

No. ~— Charles E. Gibson, Inc., et al., Meggetts, S. C., vs. A. C. L. 
et al. 

Rates, cabbage, points in S. C. to destinations in Md., N. J., 
re the Pa., N. Y., R. I., Conn., Mass. and Me., in violation of sections 
zB 1 and 4. Ask reparation. (L. M. Norman, t. m., 63 Roanoke Ave., 
- 50e, Norfolk, Va.) 

— No. 27232, Producers’ Produce Co., Springfield, Mo., vs. St. L.-S. F. 
Aalll.; et al. 


N.Y: Rates, live poultry, birch tree and other points in Mo. to Bos- 
; ton, Mass., and New York, N. Y., in violation of section 1. Asks 


, Pa; reparation. (T. P. Scanlon, practitioner, 1608 Milwaukee Ave., 
York, Chicago, Ill.) 

Wash- No. 27233, National Bronze & Aluminum Foundry Co., Cleveland, O., 
rd J, vs. C. B. & Q. et al. 

Ind: _ Rates, silica sand (not ground), Ottawa, Ill., to Cleveland, O., 
nd.; in violation of section 1. Asks reparation. (W. F. Muth, secy., 
aAnsas East 88th St. and Laisy Ave., Cleveland, O.) 

<ahn, No, 27234, Joseph L. Osler, receiver of Blackwood Coal & Coke Co., 
m. F. Bristol, Va., vs. Southern. : 
wald _Rates, bituminous coal, from Bundy, Va., to interstate destina- 
d tions in violation of sections 1, 2 and 3, the violation of section 3 
York, being the maintenance of rates from four coal mining operations 
hing- north and west of the St. Charles terminus, and by refusing to 
ac apply the same group freight rates from complainant’s tipple at 
tela its Calvin operation, the preference being for the coal mining op- 
Neb.; erations located north and west of the St. Charles terminus. 
‘eles, (A. K. Morison, atty., Bristol, Va.) 

nore, No. 27236, Louisiana Oil Refining Corporation, Shreveport, La., vs. 
‘ash- Unreasonable rates, casinghead (natural) gasoline, Willow 
tich- Springs, Tex., to Shreveport, La. Asks rates and reparation. (B. 


R. Muirhead, treasurer, P. O. Box 1117, Shreveport, La.) 

No. 27238. Compression and concentration of cotton in Texas. 
This is a proceeding instituted by the Commission on its own 
motion concerning the lawfulness of rules, charges, and practices 
governing the compression, consolidation and concentration of 


ging cotton at points on the ‘Fort Worth and Denver City and the 
Wichita Valley. 
a we. SraNe, North Dakota Traffic Association et al., Bismarck, N. D., 
rust Rates, refined lubricating oil, carloads, from points on defend- 
in ~ pe lines in West Virginia and Pennsylvania to all points in 
3 North Dakota via all rail and rail-lake-rail routes, unduly pref- 
In erential and advantageous to the shippers, users, and dealers in 
59 Minn., and unduly prejudicial and disadvantageous to the ship- 
the yy users, and dealers in N. D., in violation of sections 1 and 3. 
Sk cease and desist order and new rates. (J. C. Winter, traffic 
igh- No expert, Board of Railroad Commissioners, Bismarck, N. D.) 
red - 27237, C. V. Hill & Co., Inc., Trenton, N. J., vs. A. C. L. et al. 
983 Rates, refrigerators and market fixtures, between Trenton, 
th Ohi o-% points in Del., Fla., Ill., Ind., Ia., Mich., Md., N. Y., 
| e om ng and Tenn., in violation sections 1 and 6. Ask repara- 
rst came ity” Brandt, practitioner, 1018 South Wabash Ave., Chi- 
{n No. 571, Sub. No. 1, Bergstrom Paper Co., Neenah, Wis., vs. D. T. 


Rates, soda ash and caustic soda, Wyandotte, Mich., to Neenah, 
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PASSING ro 
Worry Eliminators. 


And they are. For example, you have a shipment 
on the way. It’s important—in fact, a lot depends 
on its arrival at a certain time. 


Then, what satisfaction it is to be posted periodi- 
cally on the whereabouts of the shipment—to be 
able, figuratively, to place your hand on it most 
any time. 


This elaborate system for keeping an accurate 
check on every shipment is just one of the many 
services Union Pacific maintains for shippers and 
consignees. Together they make possible a freight 
service that is fast —dependable—on time. 


Ship and Travel via Union Pacific 


For service or attention, call on or write to any 
Union Pacific representative, or address 


R. R. MITCHELL, Freight Traffic Manager 
Union Pacific Railroad, Omaha, Nebraska 


UNION 
PACIFIC 
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Have You Read 
All of These Books? 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis of buying process. 50 cents. 


Current Transportation Subjects, by Lewis C. Sorrell 


Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 


Freight Tariffs, by G. Lloyd Wilson 


Twenty-three chapters covering rules of compilation and 
publication, tariff publishing agents, special tariffs, routes 
and routing, rate application, changes, how to build a 
tariff file. 50 cents. 


Diversion and Reconsignment, by G. Lloyd Wilson 


Eight chapters covering the tariff rules and regulations, 
steps taken in effecting the changes, switching limits, 
holding points, cost of and charges for service, special 
arrangements on coal, fruits and vegetables and other 
commodities. 50 cents. 


Transit Services and Privileges, by G. Lloyd Wilson 


Thirteen chapters covering development of services, 
typical arrangements, fabricating, milling and malting, 
services on forest products, cotton, animals, etc., stor- 
age. 50 cents. 


Special Freight Services, by G. Lloyd Wilson 


Twelve chapters covering nature of various services, pro- 
tection of freight in cars, perishable freight, caretakers, 
peddler cars, package cars, preference freight, rail-motor 
services. 50 cents. 


Terminal Freight Services and Allowances (2 Volumes), 
by G. Lloyd Wilson 


Volume I has nine chapters covering lighterage and float- 
age, elevation of grain, trap-cars, storage. 50 cents. 

olume II has eight chapters covering switching, spot- 
ting allowances, cartage and drayage allowances, weigh- 
ing rules and charges. 50 cents. 


TRAFFIC WORLD manuals may be ordered at the single 
copy prices listed; any two for 75 cents; three or more, 
35 cents each. Postage is prepaid, 


Complete Set of All Manuals.... (tivnesk ee 


eeeereeee 


Selling Railroad Service, by Charles E. Parks 


Twenty-six practical and inspirational sales lectures 
covering freight and passenger solicitation, how to lo- 
cate prospects, how to get an interview, strategy to 
use in talking to prospects, how to handle excuses and 
overcome objections, personality in railroad selling. 
Complete with durable three-ring fabrikoid loose leaf 
binder, 7 inches by 10 inches, $3.00. (Special combina- 
tion price for all books listed in this advertisement, 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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Wis., in violation of section 1. Asks new rates and ratings 
reparation. (J. E. Bryan, t. m., 28 E. Jackson Blvd., Chicago jj 
No. 27239, Willys-Overland Pacific Co., Los Angeles, Calif., vs. 4A 
& S. F. et al. : 7 
Rate, auto body parts, wood, k. d., flat in the white or ¢ 
soted, Toledo, O., to Los Angeles in violation of section 1, 4, 
\yeparation. (James W. Howe, registered practitioner, Box 7, 
os Angeles, Calif.) 
27241, B. E. Boothe, trading as B. E. Boothe & Co. and poy 
estern Cotton Oil Co., Oklahoma City, Okla., vs. A. T. & § 
et al. 
Rates, cotton, points in Oklahoma to Memphis, Tenn., for g 
age and later reshipment, in violation of sections 1 and 4, 
reparation. (J. K. Moore, atty., 2236 N. W. 18th St., Oklaho 
City, Okla.) 


Personal Notes 


Walter R. Scott, the new president of the National Indust 

Traffic League, is a native of Kansas. His early railroad seryj 
was in the accounting and traffic; 
partments of the Missouri Pacific 
the Santa Fe at St. Louis, Topely 
and Kansas City. He was for thr 
years in the rate department ¢ 
the Kansas commission and f{ 
lowed that service with two ye 
as an associate of Clifford Thom 
in rate litigation. He became tray 
portation commissioner of the 
sas City, Mo., Board of Trade; 
1920, and still holds that positig 
to which were added the title a 
duties of secretary in 1923. Heh 
been active in Traffic League affai 
since 1920, having served as chai 
man of the League’s bill of ladix 
committee for a number of yea 
and as vice-president since 19% 
President Scott has appointed ¥ 
H. Day, chairman of the Leaguel 
executive committee, to be chair 
man of a special committee to malt 
arrangements for moving th 
League’s executive offices from 
cago to Washington. J. P. Hayne 
executive vice-president, Chicag 
Association of Commerce, and R, 
Van Arnum, transportation sect 
tary, National League of Wholes 
Fruit and Vegetable Distributor 
were appointed to serve on 
committee with Mr. Day. The & 
ecutive committee recommen#e 
that the move be made “as 800 
as possible,’ but some delay 

expected due to the fact that the League’s lease on its Chicag 

quarters still has four years to run. 


W. O. Doyle has been appointed general agent, traffic depa 
ment, for the Minneapolis and St. Louis at Oskaloosa, Iowa. 

T. O. Pinaire has been appointed division freight agent fi 
the Baltimore and Ohio at Louisville, Ky., to succeed L. C. Smif 
who died. 


C. P. Clark, formerly deputy administrator in charge of 
transportation section, National Recovery Administration, 
become associated with Theodore F. Bahler, also formerly Wit 
the transportation section of the NRA, in the practice of law! 
Washington. Mr. Clark will specialize in motor transporta 
regulation cases. 

Ralph R. Piper, treasurer, United Dry Docks, was electél 
president of the New York port of the Propeller Club to succeed 
Cc. H. C. Pearsall, who was recently elected president of the i 
tional organization, I. H. Payne, vice-president, Cosmopolital 
Shipping Company, was elected vice-president of the New Y 
port, and Robert C. Lee, vice-president, Moore and McCormati, 
was elected to the board of governors. , 

The Wabash Railway has announced the following appow 
ments: At Los Angeles, B. M. Pilatz to be perishable freié! 
agent, and E. J. Snyder to be traveling freight agent; at ® 
Louis, R. F. Stapleton to be perishable freight agent, and T. Ff 
Streit to be traveling freight agent; at Kansas City, Mo., 0. © 
Runkle to be traveling freight agent. 

C. H. Houchens has been appointed car accountant for the 
Richmond, Fredericksburg and Potomac at Richmond, Va. 

L. M. Allen, district manager, Western Weighing and Inspe 
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WATCHING SERVICE 


A highly specialized service, the purpose of which 
is to advise the shipper promptly of rate changes and 
action of the Interstate Commerce Commission an 
Shipping Board Bureau of the Department of Commerce 
in all matters coming before those bodies in which he 
may have an interest. It is a comprehensive service, 
covering your traffic and, of equal importance, your 
competitors’ traffic. Prompt advice in the above 
respects is essential to a maintenance of proper rate re- 
lationships, a matter of utmost importance to the shipper. 

On advice as to your plant location, your inbound 
and outbound commodities, and, in general terms, their 
origin and destination, we keep you constantly informed 
on all matters that may affect the rates on which you ship. 

All rate changes published in tariffs filed with the 
Commission and Shipping Board Bureau; complaints, 
petitions, and applications filed with the Commission 
and Shipping Board, including applications for publica- 
tion of rates on short notice and petitions for suspension 
of rates, and the action of the Commission and Shipping 
Board Bureau thereon, are promptly reported. st 
porting documents are forwarded without cost, except 
where a cash outlay is necessary. 

The service is your insurance against losses that may 
result when you fail to receive a new tariff or supple- 
ment from the carriers; when rates are changed on short 
notice and you don’t hear about the change in time; 
when the Commission suspends a reduced rate on 
which you ship or an increased rate on which a com- 
petitor ships; when you fail, through lack of knowledge 
of its publication, to petition the Commission or 
Shipping Board Bureau for the suspension of an 
unfavorable rate on which you ship, or one that unduly 
favors your competitors; if there is a transit service you 
have overlooked, or if transit privileges at any point 
are to be cancelled. 

The service goes far beyond that ordinarily and 
usually available. 

n your request we will @) place your inquiry on 
our ‘‘docket’’ and advise you of any action taken by the 
Commission or parties in interest to any proceeding; 

b) furnish any government document, including 

ongressional bills; (c) reproduce, or prepare a 
igest of, complaints, testimony, briefs, proposed 
reports, and decisions in proceedings before the 
Commission or Shipping Board Bureau when copies are 
not available; (d) interpret tariffs filed with the 

ommission or Shipping Board Bureau; (e) advise as to 
the liability of common carriers of goods; (f) analyze and 
digest decisions of the courts and Commission in carrier 
rate and regulatory matters; (g) act as your Washington 
contact representative. The only limita‘ion is that the 
amount of work involved shall not be too extensive. 

It is a service you should not be without, and the 
cost is moderate. 

Additional information about this service and the cost 
are yours without obligation if you will write to the 


Special Service Department 
of the 


TRAFFIC SERVICE CORPORATION 


708, Earle Building Washington, D. C. 


The Traffic World 
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tion Bureau, Minneapolis, died November 29. He had beep 
the bureau for 42 years. 

J. T. Neavill has been appointed assistant general lives, 
agent for the lines west of the Missouri River, Chicago, » 
lington and Quincy, with headquarters at Denver, Colo. 

Paul Odell, vice-president, Gulf, Mobile and Northern, 
retired from active service after more than fifty years of 
road work. He has been granted a leave of absence by; 
G. M. and N. and will be available for special service. 
Odell’s long railroad service was eulogized in a pampk 
written by Aloysius Coll, the title, “Fifty Years in Hp 
Harness: from Snowdrifts to Sunshine.” It details Mr. Oj 
experience from selling papers in the railroad station at Ry 
Vt., to his retirement at St. Petersburg, Fla., and is writte, 
an inspirational vein. 


RAIL CREDIT CORPORATION 


The Railroad Credit Corporation has returned to partici 
ing carriers, through liquidating distributions, $28,699,513 of, 
emergency freight revenues pooled under their marshaling y 
distributing plan for the purpose of making loans to men 
roads to prevent default in the payment of fixed interest 9 
gations, according to the November report filed with the % 
mission. 

In a letter accompanying the report, E. G. Buckland, pp 
dent of the corporation, said that cash receipts in Noveny 
totaled $910,586, including payments of $881,115 in reduction 
loans. Under the terms of the plan any surplus funds ;{ 
veloped through such collections are distributed to the parti 
pants and the twenty-second of these distributions, amount; 
to $2,207,655, or 3 per cent of the pooled fund, was made, 
November 30, returning $1,161,334 in cash and $1,046,321; 
credits. 

The aggregate of the twenty-two liquidating distributis 
made to date amounts to 39 per cent, or $28,699,513, of whij 
$13,206,546 has been paid in cash and $15,492,967 credited , 
obligations due to the corporation. 


The abstracts of tariff filings, rejections, susp 
sions, etc., as printed in each issue of THE DAll 
TRAFFIC WORLD enable subscribers always to 
sure their tariff files are up-to-date. 


Your Tariff File- 


Is it Complete and 
Up-to-the-minute ? 


The routine work of your department should 
include the regular checking of the following 
data from the files of the Interstate Commerce 
Commission and the Shipping Board Bureau: 
New Tariffs, Supplements and Classifications 
Rejections and Suspensions 
Fourth Section Applications and Orders 
Short Notice Applications and Permissions 
and also the 
Consolidated Classification Docket 
Railroad Rate Committee Dockets 


All of this information is now promptly printed 


in 
THE DAILY TRAFFIC WORLD 


and 


THE WEEKLY TRAFFIC BULLETIN 


Samples and full information free on request 


THE TRAFFIC SERVICE CORPORATION 
Publishers of THE TRAFFIC WORLD 
418 South Market Street Chicago 
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OUSTON 


THE 
RICE PORT of AMERICA 


Is the nearest major port to the great rice 
producing regions of Texas and Louisiana. 











It has distinct rate advantages over 5 
trunk lines and numerous branch lines from 
all parts of the Southwest. 


Semi-monthly steamship service is main- 
tained to Cuba. No matter where your 
market, you can reach it quickly and eco- 
nomically through regular sailings from 
Houston to practically every part of the 


Globe. 


Every facility for handling this commodity 
is maintained here in order to render the 
most efficient service. 


RICE EXPORTS FROM THE PORT OF HOUSTON 
DURING THE FIRST 10 MONTHS OF 1935 
TOTALED 40,332,800 POUNDS 


J. Russell Wait 


Director of the Port 


QUAKER LINE 


and 
CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Ateeey. Now York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 


and 


Sen Diego, Los Anoie, San Francisco, Oakland, Stockton, Sacramento, 
Portland, Seattle nd, Seattle and T Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 


Albany—D & H Buildin 

Philedeioh ienthe al! cos nxn al | aaalle St. 

oan ——111 E. Plume Street Detroit—General Motor B 
33 ee Building Savannah—Cotton se Bids. 

Boston—33 Broad Street Jacksonville—P. Ot = 1866 
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A VALUABLE TIP 
from SANTA CLAUS 


“Ship Everything Railway Express” 


That’s sound advice because you avoid congestion and delays 
by using the safe, swift Railway Express Service. Prompt pick- 
up for all shipments; super-swift transportation on passenger 
trains and quick delivery at destination! These are the outstand- 
ing characteristics that have made Railway Express famous 
throughout the industry. ¢ Prompt pick-up and delivery in all 
principal cities and towns without extra charge. Take a tip from 
Santa, whenever you have anything to ship anywhere tele- 
phone Railway Express. 
ON THE AIR 
TUNE IN on the RAILWAY EXPRESS NEWS PARADE 
Every week from the following stations: 


Atlanta, WGST @ Baltimore, WBAL @ Boston, WEEI 

Chicago, WLS @ Cleveland, WHK @ Dallas, WFAA 

Los Angeles, KNX @ Minneapolis-St. Paul, KSTP 

New Orleans, WDSU @ New York, WOR @ Omaha, 

KOIL @ St. Louis, KWK e San Francisco, KYA 
Seattle, KOMO 


Watch for local announcements 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 
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A Natural— 


Peoria—Gateway City—meeting place 
of fourteen trunk line railroads—became 
the natural cross roads for the freight 
movement of the United States. Organi- 
zation and building of the Peoria and 
Pekin Union Railway followed, with one 
mission to accomplish—the quickest pos- 
sible interchange and movement of 
through freight. 


What could be of greater help to a ship- 
per in these days than a combination of 
a logical through route and a specially 
and highly organized terminal organiza- 
tion equipped to expedite cars to des- 
tination and avoid terminal delays? 


If it is important for your freight to reach 
your customers as soon as possible route 
via 
Peoria Gateway 
via P&PU 


For information write 


E. F. Stock, Traffic Manager, 


Union Station, Peoria, Illinois 


PEORIA an» PEKIN UNION 


RAILWAY COMPANY 


Switching Service Between: 


Peoria & Pekin Union Ry. Co. 
Alton R. R. 

Atehison, Topeka & Santa Fe Ry. 
Chieago & North Western Ry. 
Chicago, Burlington & Quincy R. R. 
Chicage & lilinols Midiand Ry. 

Ch Rock Island & Pacific Ry. 


Cleve., Cin., Ohi. & St. Louls Ry. 
(Peoria & Eastern) 


Itinols Central R. R. 

IMinois Terminal R. R. System 
Inland Waterways Corporation 
Minneapolis & St. Louis R. R. 

New York, Chicago & St. Louis R. R. 
Pennsylvania Rallroad 

Peoria Terminal Railroad 

Taledo, Peoria & Western R. R. 


The Traffic World 
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Docket of the Commission 


NOTE—Items in the Docket marked with an asterisk (9 
been added since the last issue of The, Traffic World. New ; 
ments now on the Commission’s docket of dates later than 
shown will not bear asterisks when they do appear. Cancgjj 
and postponements announced too late to show the change ;, 
Docket will be noted elsewhere. 


December 9—Chicago, Ill.—Hotel Sherman—Examiner Worthiy 
26934—Agar Packing & Provision Co. et al. vs. Alton et aj, 
26717—Chicago Livestock Exchange vs. A. & S. et al. 
27149—Chicago Live Stock Exchange vs. Alton et al. 
27018—Belt R. R. & Stock Yards Co. et al. vs. Alton et al, 
27216—Louisville Live Stock Exchange et al. vs. Alton et q 
27228—Nashville Live Stock Exchange et al. vs. Alton et a}, 

December 9—St. Louis, Mo.—Coronado Hotel: 
26712—Rail and barge joint rates (further hearing). 

December 9—Seattle, Wash.—Olympic Hotel—Commissioner Lg. 
27150 and 27151—National Paper Products Co. vs. Port Tow 

Southern Railroad et al. 
Sengaeer 10—Washington, D. C.—Examiners B. Fuller and ¥ 
arris: 
Fourth Section Application No. 15991—Petroleum and its py 
from Flinton, Ill.—Filed by F. A. Leland. 

December 10—Lancaster, Pa.—Federal Bldg.—Examiner Konig 
27063—Dodge Cork Co., Inc., vs. Pennsylvania et al. 

December 11—Washington, D. C.—Oral argument: 

25390—A. & S. Ry. et al. vs. A. C. & Y. et al. 

25692 and Sub. Nos. 1 and 2—A. & S. et al. vs. A. C. & Y. ety 
26429—Alabama & Vicksburg Ry. et al. vs. A. & S. et al. 
26764—A. T. & S. F. Ry. et al. vs. A. C. & Y. et al. 

December 11—Harrisburg, Pa.—Room 1, North Office Bldg— 

Service Commission of Pa.: 

* Finance No. 10942—Application of Tionesta Valley Railway fo 

mission to abandon its line between Sheffield and Clarendoy, 

December 12—Washington, D. C.—Oral argument: 
26730—City of Sheboygan, Wis., vs. C. & N. W. et al. 

26730, Sub. 1—Sheboygan Assn. of Commerce vs. Same. 

26613—R. S. McCall vs. Sou. Ry. et al. 

26614—Johnson & Wimsatt, Inc., et al. vs. N. & W. et al, 

26655—Brunswick Lumber Co., Inc., vs. the Virginian et al. 

26674—-Burruss Land & Lumber Co. et al. vs. Sou. Ry. et al 

26751—Edmunds Lumber Co., Inc., et at. vs. Sou. Ry. et al: 

26062—Traff. Bur.—Lynchburg C. of C. for Burruss Land & 
ber Co. et al. vs. N. & W. et al. 

26841—Roper Brothers’ Lumber Co., Inc., vs. A. C. L. et al. 

December 12—Washington, D. C.—Examiner T. F. Sullivan: 
Finance No. 10898—Application of the Monessen Southwestern {q 
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YOU PAY 
NO EXTRA 


To ship by American Mail Line President 
Liners. Because these vessels travel over 
the short, fast route to and from the 
Orient, your interest costs are lowered... 
which in itself is no small item. You can 
be sure that your goods will reach their 
destination on schedule and in first class 
condition. A President Liner leaves _Seattle 

every alternate Saturday; one arrives in 

Seattle every alternate Tuesday. 





























In addition, a fleet of fast cargo liners augments 
this service with regular frequent sailings to 
Japan, China, Hongkong and the Philippines. 
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CONVENIENCE 


between CHICAGO 


ST.PAUL-MINNEAPOLIS 
“North Western's” 


Chicago & North 
Western Railway 
provides train serv- 
ice of the highest 
standard for the 
transportation of 


passengers and 
freight. 


“The Safe Way 
is Railway’’ 





Los Angeles 


Seattle 


FAMOUS , 





3:30 pmLv. Chicago Ar. 
4:45 pm “ Milwaukee ‘‘ 
5:49 pm “ So. Beaver Dam “ 
6:45 pm “‘ Adams _ 
8:32 pm “ Eau Claire “ 
10:00 pm Ar. St. Paul Lv. 


10:30 pm Ar. Minneapolis Lv. 


3:00 pm 


Completely Air-Conditioned 
NO EXTRA FARE 


Holiday fares tickets on sale Dec. 12 to 
Jan. 1. Return up to Jan. 31. 


Coach First Class 
St. Paul $11.90 $15.90 
Minneapolis 12.23 16.30 


R. THOMSON 


Passenger Traffic Manager 


400 W. Madison St., Chicago 
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certificate authorizing it to operate its railroad as an interstate 
common carrier (further hearing). 
December 12—Boston, Mass.—Hotel Lenox—Examiner Konigsberg: 
27062—Adams & Dodge vs. N. Y. N. H. & H. et al. 


December 12—Chicago, Ill—Sherman Hotel—Examiner Worthington: 
27224—-Swift & Co. et al. vs. N. Y. C. et al. 
* 27161 and Sub. Nos. 1 and 2—Swift & Company et al. vs. A. C. & 
Y. et al. 
December 13—Washington, D. C.—Oral argument: 
26829—Gager Lime Manufacturing Co. vs. Alton et al. 
26845—Williams Lime Mfg. Co. vs. Sou. Ry. et al. 


December 13—Corpus Christi, Tex.—Plaza Hotel—Examiner Archer: 
13535—Consolidated Southwestern Cases. 

vs. Rapid City, Black Hills 

vs. A. & R. 


vs. A. & R. 


19732—American Fruit Co., Inc, et al. 
& Western et al. 


22450—-Mississippi Vegetable Shippers’ Bureau et al. 


et al. 
oor emer aaa Vegetable Shippers’ Bureau et al. 


et al. 

22772—-Southern Traffic Association vs. L. & N. et al. 

22094 W.. I. Anderson & Co. et al. vs. Y. & M. V. et al. 

22620—Pearce-Young-Angel Co, vs. I. C. at al. , 

& S. 3646—Classification ratings on fruits and vegetables in western 
territory. 

& S. 3688—Vegetables with clipped tops from the southwest. 

1. & S. 3820—Classification ratings on vegetables in the west. 


December 14—Washington, D. C.—Oral argument: 
ae State Docks Commission et al. vs. 

et al. 

December 16—Washington, D. C.—Oral argument: 
26869 and subs. 1, 2, 3 and 4—Bisbee Linseed Co. vs. B. & O. et al. 
26879 and sub. 1—Bisbee Linseed Co. vs. C. R. R. Co. of N. J. et al. 

see 16—New York, N. Y.—Hotel Pennsylvania—Examiner Kon- 

gsberg 
26862-- Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 
December 16—Port Arthur, Tex.—Goodhue Hotel—Examiner H. W. 
Archer: 
Fourth section application No. 15965—Salt from Grand Saline, Tex. 
—Filed by K. C. S. 

December 16—Dallas, Tex.—Baker Hotel—Examiner Archer: 

* |, & S. No. 4159—Cotton in the southwest. 
27238—Compression and concentration of cotton in Texas. 


December 16—Washington, D. C.—Examiner R. R. Molster: 

* Finance No. 10980—Application East Washington Railway for au- 
thority to acquire and operate the line of railroad extending from 
Seat Pleasant, Prince Georges county, Md., to Chesapeake Junc- 
tion (Deanewood), D. C., and to issue securities. 

December 17—Washington, D. C.—Oral argument: 

26918—Union Iron Works vs. N. Y. C. et al. 
26927—Hickman Lumber Co. vs. D. & R. G. W. et al. 


A. FT @ N. 


General Merchandise— Cold Storage 
W arehouse 


WAREHOUSING — DISTRIBUTION — FINANCING 
Cargo-Handling Freezers 
Rail-Lake and Barge Coolers 
Terminal Auto Dealers 
96 Car Track ys Warehousing 
Capacity is " Service 
2000 Feet Private <a er ~—s«CO fice and Factory 
Dock Space 


Storage-in-Transit 


TERMINALS & TRANSPORTATION CORPORATION 
HARBOR TURNPIKE BUFFALO,(N.:Y. 
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Docmper 17—New York, N. Y.—Hotel Pennsylvania—Examiner x, 
gsbers: 
19325—Southern Cotton Oil Co. vs. A. & R. et al. (further hearing) 


December 17—Washington, D. C.—Examiner P. R. Naefe: 

Fourth section application No. 16088—Establish and maintain ry, 
on sulphur, crude, from Barba, La., and points in ss to Cley, 
land -_ Toledo, O., and points in Mich.—Filed by F. A. Leg, 
and B. T. Jones. 


December psn Charles, La.—Majestic Hotel—Examiner } y 
Archer: 

Fourth section application No. 15994—Wooden handles to 
Charles, La., and Texas ports. Filed by F. A. Leland. 
Fourth section application No. 16038—Commodity rates to and ing 
Lake Charles, La. Filed by F. A. Leland. 


Ot 18—New York, N. Y.—Hotel Pennsylvania—Examiner Ky 
gsberg: 
27067—Geo. Allison & Co. et al. vs. Norfolk Southern et al. 


December 18—Washington, D. C—Examiner C. A. Bernhard: 
Fourth Section Application No. 16100—To establish and maintaiy 
rates on bituminous coal, carload, from points in the Clearfg 
Cumberland-Piedmont, Meyersdale and related origins to Doin 
in Mass.—Filed by N. Y. N. H. & H. 


Secure 19—New York, N. Y.—Hotel Pennsylvania—Examiner ky, 
igsberg 
27086 Hartford-Empire Co. et al. vs. N. Y. N. H. & H. et @f 
December 19—Washington, D. C.—Examiner L. Way: 
Fourth Section Application No. 16076—Bituminous coal from Chey 
field district to Niagara frontier. Filed by the N. Y. C. 
January 3—Washington, D. C.—Examiner Konigsberg: 
22968—Borden Southern Co. vs. N. C. & St. L. et al. 
January 8—Washington, D. C.~Argument: 
* Finance No. 9791—Southern Pacific proposed abandonment. 
* Valuation No, 1082—The Pullman Co. 
January 9—Washington, D. C.—Argument: 
* 9200—Railway Mail Pay (Georgia & Florida R. R., W. V. Gri 
and H. W. Purvis, receivers). 
* 25699—Hugh M. Morris and James H. White, receivers, for South 
Natural Gas Corporation vs. A. & S. et al. 
January 10—Washington, D. C.—Argument: 
* 1. & S. 4035—Lumber between points in official territory. 
* 26402—Weyerhaeuser Timber Co. vs. Pennsylvania et al. 
January 14—Washington, D. C.—Examiner C. A. Bernhard: 
* Fourth section application No. 16008—Feldspar from North Card 
—Filed by J. E. Tilford. 
January 15—Washington, D. C.—Argument: 
* 20769—In re refrigeration charges on fruits, vegetables, berries 
melons from the west. 
January 18—Washington, D. C.—Argument: 


* 26650—American Fruit ‘Growers, Inc., et al. vs. A. C. & Y. eta 
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A Motor Freight Transportation System—Serving ILLINOIS, INDIANA and IOWA 


Terminals: 
De Kalb, Ill Michigan City, Ind. 
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Des Moines, la 
Ohio 


Peoria, Ill 
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KE ES BEEN ¢ hrc%s o 
MOTOR EXPRESS COMPANY 


POOL CAR DISTRIBUTORS 
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Freight Terminal: 
300 N. Canal Street 


Telephones 
DEArborn 9200 to 9215 


SERVICE 





N INTERNATIONAL 
EXCHANGE 


N the Norfolk and Western piers at the Port of Norfolk (Va.), 

Precision Transportation maintains an international exchange. 

Day and night, summer and winter — continuously —fast merchandise 

trains are speeding between the Midwest and the Virginia seacoast. 

And continuously great vessels are plying between the railway’s piers 
and the important markets of the world. 
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January 20—Washington, D. C.—Argument: 
* Fourth Section Application 15834—Automobiles and chassis from 
points in Michigan to Chicago, IIl. 
* 26720 and Sub. No, 1—W. H. Bintz Co. et al. vs. A. & S. et al. 
Fourth section a No. 16079—Agricultural implements to 
ote aes and tah. Filed by L. E. Kipp, W. S&S. 


Curlett and 
Jones. 


NEW YORK AND POSTAL SERVICE 


“Postal receipts in New York City now approximate sixty- 
two million dollars annually, which is about one-tenth of the 
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entire postal revenues of the United States,’ said Postms 
General Farley at the dedication Dec. 5 of the New York ¢ 
post office annex. 


“So that you may better understand the magnitude of, 
mail business originating in New York I cite a few statistics. 


Each year there are mailed approximately one billion pieces 
first class matter, six hundred million circulars and fifty million » 
cel post packages. That only includes our outgoing mail. Hung 
of millions of pieces of mail are also received at the New York 
post office each year. ; 


Seventeen years ago the first air mail service in the Upj 
States was established between this city and Washington, yj, 
twenty-seven air mail planes leave here daily and a like number gy 
rive from all points of the country. 

There are also approximately six hundred and_ seventy-sgey 
mail trains arriving and departing from this city daily which ¢ap 
the mails to all parts of this country. 

Approximately eighty-five per cent of all the international] 
flow through New York and an average of one hundred and eight 
mail steamships sail from here each month, while a corresponding 
number arrive each month. 
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